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‘The Accountants’ and Claims 
3 Associations’ Programs Compared 
JHE Chicago convention programs of the Account- 


i ants’ and Claims Associations are interesting by 
‘contrast. The one contained few papers or reports, the 
other many; the one was strong on co-operative features 
‘with other associations, the other practically inde- 
‘pendent; the one involved a few long papers, the other 
many short ones. Which plan was better? Which 
‘proved more stimulating and informing? 

_ These questions are asked with a view to bringing 
out suggestions for improvement, for it would be a rare 
program that would not stand some betterment. The 
general impression conveyed to those who viewed all 
the meetings from the outside, so to speak, was that 
the accountants had too light a program while that of 
the claims men was overcrowded. The former had some 
excellent papers, but the opportunity for discussion was 
not fully utilized. This was partly due to the noise in 
the meeting room on the first two days. On the other 
hand, the claims men had so much to say that they 
‘couldn’t say it all. An average of the two programs 
would seem to have been about right. 

_ This is all entirely aside from the quality of the 
material brought out in the papers and discussions, 
which was excellent in both associations. And after all, 
the question is one of the good of the industry generally, 
rather than that of the few, comparatively, who were 
fortunate enough to get to Chicago. In the long run 
the best program is that which produces the most help- 
ful information for all the people who do the everyday 
work of the railway business. It is by this standard 
that the sessions will finally be judged. 


Association Reorganization 

Has Proved Effective 

T THE 1921 convention of the American Electric 

Railway Association, a revised constitution was 
adopted, which put into operation several new provisions 
for the administration of the association’s activities 
and operations. There was question at the time as to 
whether these changes in words would result in any 
actual change in operation and any benefit to the asso- 
ciation and its members. The past year has shown, 
however, that the modifications were good ones and that 
the officers and committee members have made most of 
them really effective. 
_ It would not serve any great advantage to trace each 
change. But surely the association may thank Presi- 
dent Gadsden and his reorganization committee for 
insisting upon regular and frequent executive committee 
Meetings. That, perhaps more than any other one 
thing, has served to keep the association’s “governors” 
‘in close contact with association affairs. Its worth 
has been fully appreciated even by those who were 
‘most skeptical a year ago, and while this year the 
m jority felt that nine regular meetings were more 


practicable than twelve, no one wanted to return to 
the old order. Another valuable feature has been the 
six standing committees with their monthly reports. 
Particularly should be mentioned the finance commit- 
tee which has placed and kept the business of the asso- 
ciation on a secure and unquestionable basis; the public 
policy committee which has always been ready to advise 
on questions of policy as they arose, and the publica- 
tions committee, which in addition to supervising the 
publication of Aera has also dealt with all other publish- 
ing problems of the association. These three were all 
new committees. 

There has, it is believed, been a general feeling of 
more earnest endeavor in, and more careful attention 
to association duties in most of the other committees 
as well. This was what was most desired, of course. 
The constitutional changes made have helped this ma- 
terially. The association should continue to reap the 
benefits for years to come. 


Increasing Attention Given to 
Relations with the Public 


HE proceedings at Chicago of the American and 

T. & T. Associations illustrate in a striking way the 
tendency of the electric railway industry more and 
more to occupy itself with important sociological topics 
connected with electric railroading. Ten years ago 
the papers and reports related largely to technical sub- 
jects. This year such subjects were of course consid- 
ered by these two associations, but probably more effort 
was given than ever before to viewing these matters 
from the public side. Such, for instance, was the purpose 
of the symposium on public relations, conducted by Mr. 
Brush on Tuesday morning before the American Asso- 
ciation, and the discussion on merchandising transpor- 
tation in the T. & T. meeting on Monday afternoon, with 
the address by Mr. Hungerford. The other speakers 
from outside of the industry at the meetings of the 
American Association, notably Mr. Wheeler and Mr. 
Jackson, also laid great stress on the effect which good 
public relations has on traffic, while Judge Warwick 
spoke particularly of this matter in its relation to the 
financing of the property at home. 

The symposium conducted by Mr. Brush was perhaps 
the most directly instructive of these events because it 
brought out the opinions of ten astute railway men, 
based on their personal experience in improving public 
relations and keeping them improved. These addresses 
represented all ways of solving this problem, such as 
public speaking, newspaper advertising, use of company 
publications, public utility information committees, etc., 
and some of the doctrines laid down, particularly by 
Messrs. Sawyer and Storrs in regard to the relations 
with the press, would have been considered almost revo- 
lutionary at a railway convention two decades, or even 
one decade, ago. Railway managers in those days used 
to complain bitterly that their purposes and policies 
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were misunderstood by the newspapers. This may have 
been so, but it is also true that the purposes and policies 
of the newspapers were equally misunderstood by the 
railway managers of that day and are still misunder- 
stood by some of them today. To understand how far 
this misunderstanding went (and still exists) one need 
only read the address before the T. & T. Association by 
Mr. Hungerford, who was once a newspaper man, then 
was connected with a railway company for seven years, 
and is now back in the field of periodical literature. 


Claim Agents to 
Have the Floor Next Week 


HERE will be a shift of one week this month in the 

publication date of the “Monthly Mechanical and En- 
gineering Edition” of the Electric Railway Journal, to 
permit the prompt publication of the proceedings of 
the Claims Association. 

As readers of this paper know, the “Monthly Mechani- 
cal and Engineering Edition” is usually published on the 
third Saturday of the month. In that issue the editors 
of the Electric Railway Journal aim to include an es- 
pecially large number of articles of particular interest 
to the engineering departments of electric railways. 
This month, however, the need for completing the re- 
ports of the various Chicago conventions promptly will 
make it desirable to change the date from Oct. 21 to 
Oct. 28. Instead, the issue of Oct. 21 will be devoted 
largely to a report of the proceedings of the American 
Electric Railway Claims Association convention at Chi- 
cago, including the papers and reports presented at that 
convention. It is hoped that the engineers will not 
object to this shift, as it permits the claim agents to 
receive their reports one week earlier than would other- 
wise be possible. 


With the publication of the Claims proceedings in othe 


issue of Oct. 21, this paper will have provided its read- 
ers with a complete report of the convention. 


Engineers Must Now Make Good 
on Rail-Joint Tests 


HE American Association’s executive committee has 

shown its confidence in the engineers of the electric 
railway industry, and in the American Electric Railway 
Engineering Association, by the action taken last Fri- 
day on the request from the latter association for an 
appropriation of funds to finance certain tests to be 
made on welded rail joints. By granting the sum 
of $10,000 outright and making provision for raising 
an additional equal amount by a special canvass, the 
association makes possible an ambitious and promising 
program of research. If this program is carried out 
in the same spirit of foresight and persistence that has 
been manifested up to this point, the result will be of 
great money value to the industry and will enhance the 
reputation of the Engineering Association among engi- 
neers and executives. 

The financial plan adopted is an equitable one because 
it provides, first, for the general distribution of part 
of the cost of the tests over practically the entire in- 
dustry. The remainder of the cost is to be provided by 
the companies, railway and manufacturing, which will 
most directly and most largely benefit from the work. 
The plan is a wise one, further, because it will give the 
maximum of stimulus to the achievement of practical 
results. That is to say, the association management 
plus each individual contributor will constitute an in- 
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formal committee to insure the prompt completion of | 
the work. The spirit of the engineers who are back | 
of the movement is such as to guarantee an active and | 
intelligent pushing’ of the program, but these men are 
human, and it will,do them no harm to have as a spur | ' 
the expectancy of results on the part of those who have | 
put up the money. 

The Engineering Association and its committee on 
way matters have shouldered a considerable responsibil- |) 
ity in asking for financial support for their tests, and |’ 
in assuring the American Association’s executive com- | 
mittee that the tests will be worth while. It is now up } 
to them to “deliver the goods.” This, of course, will | 
take time. No one will expect worth-while results in a } 
few weeks or even months. It will take years to com- | 
plete the research. On the other hand, the big “merry- | 


use next spring, and some interesting data should be 
available for discussion at the 1923 convention of the 
Engineering Association. 


Co-operation with Welding Society 
Is Commendable 


HE joint meeting between the American Welding | 
Society and the Engineering Association in Chicago | 
was a good thing as far as it went. Unfortunately it did | 
not go far enough. There was a symposium of six good |) 
papers, covering as many phases of the subject, but they 
elicited no discussion on this extremely active and in- | 
teresting topic. It must be admitted that circum- 
stances were not conducive to discussion. The weather 
was uncomfortably hot, the meeting room was noisy due | 
to sounds drifting in from outside, and the symposium | 
came at the end of a busy session. Moreover, there 
was such a wealth of material presented that it was 
difficult to pick out the high spots for discussion. The | 
papers were not available for members in advance, | 
although copies of the Journal of the American Welding | 
Society, containing all of them, were distributed at the | 
meeting. | 
In spite of the meager results of the meeting, how- | 
ever, aS judged by the lack of discussion, the joint ses- | 
sion was an excellent start in the right direction. It | 
augurs well for pleasant and profitable future relations | 
between the two organizations. Welding has come to | 
be such an important adjunct in electric railway main- | 
tenance work that electric railway engineers ought to | 
have the best available information on the subject. | 
This they can undoubtedly get by affiliation with < ib 
American Welding Society. 
Relations with the Welding Society are bound to be- 
come more intimate as the rail-joint tests. develop. 
These have been promulgated by the American Bureau 
of Welding committee on welded rail joints, and the 
American Association is going to back them up finan- © 
cially. Through this affiliation the Engineering ASso- — 


of a Bice and larger co-operation. 

When the American Welding Society and the Engi 
neering Association meet again, it might be well to 
devote a whole session to their mutual interests. 


—— ee oe 
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GENERAL VIEW OF THE TRACK LINED AND SURFACED AND WoRK OF CONCRETING IN PROGRESS, 
ALSO SHOWING THE FINISHED TRACK ON THE RIGHT 


Track Built on Concrete Base in Kansas City 


By the Use of Steel Ties and Solid Concrete Construction a Track Has Been Built Which Should 
Last for Many Years With a Minimum of Maintenance—Details 
of Method of Pouring Slab Are Given 


By A. E. HARVEY 
Superintendent of Way and Structures Kansas City (Mo.) Railways 


WING to the conditions that have existed for 

several years, both as pertain locally and as 

have affected traction companies throughout the 
country, track rehabilitation in Kansas City had been 
postponed, and only the most necessary things have 
been done in order to maintain the property. But work 
has been resumed this year, and the most important 
piece of track rehabilitation in the city has been begun 
—that is, of the tracks on Grand Avenue to the down- 
town district. 

Naturally, as this was one of our most important 
traffic arteries, care was taken to select that type of 
construction which we knew from experience would give 
the best satisfaction and be of the highest possible 
grade of track construction. Some years ago the com- 
pany experimented with steel ties as well as with other 

_ types of construction, and two years ago built 1 mile 
ef track on Eighth Street with International steel ties. 
The results obtained in this construction have been so 
satisfactory that the same methods were adopted for 
the tracks in Grand Avenue. In general, this type of 
construction consists of 7-in. A.E.R.A. rail, Lorain 
Section 91-375, International ties placed 6-ft. centers, 
and a solid concrete slab from a point 4 in. below the 
bottom of the channels to 1 in. above the plates. This 
gives a total depth of 9 in. for the concrete. The pave- 
ment consists of Wisconsin granite, laid upon a bed of 
mixture of sand and cement, with the joints grouted. 
As this is the main line in the downtown district, it 
is necessary to maintain car service throughout the 
work of construction. A temporary track was therefore 
laid at one side upon the asphalt pavement, after which 
the middle track was jacked up, the pavement broken 
out and the track completed. Then the south-bound 
cars were diverted to the new track, and the north- 
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bound cars still used the temporary track while the old 
south-bound track was reconstructed. These diversions 
were made by means of portable crossovers. 

After the excavation had been completed and the 
drain tile put in place, the International steel ties and 
rail were distributed. The facility with which this 
track construction proceeds at this point is remarkable. 
As against our ordinary estimates for assembling track 
of this kind at a cost of 50 to 60 cents per linear foot, 
we found that with the rails joined to the steel ties and 
lined and surfaced, the cost was something like 15 
cents per linear foot of track. The rails were not only 
attached to the steel ties in the ordinary way by drop- 
forged clips, but these clips were also spot-welded to the 
ties and to the rail, thus effectually preventing any 
possibility of loosening or any movement and making 
the entire track one solid and rigid structure of steel. 
The track was then carefully lined and surfaced and 
wedged in place by means of wooden blocks and wedges, 
after which the concrete slab was poured. 

The detail of the pouring of this slab involves sev- 
eral special features which are most important if the 
best results are to be obtained. The mixer used was 
of the type that moves on flanged wheels upon the track 
that is under construction, and it is hauled back upon 
this rail as concreting proceeds. An ordinary mix of 
1-3-6 concrete was made as stiff as was practicable 
to handle and thoroughly tamped under the plates and 
rails and leveled up to the required height, but our 
past experience shows that no matter how well concrete 
of this type is placed there is bound to be a slight 
shrinkage which will result in pockets forming under 
the plates. The concrete in many such places shrinks 
away from x in. to 4 in. It is only with the utmost 
care at the time this slab is poured that such trouble 
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At left, showing track assembled and sur- 
faced ready for the pouring of concrete. 
Note holes through base plates which pro- 


can be avoided. This point must be watched, because 
after the concrete has set and the track is completed, 
pockets of this kind, or any space through which the 
water can work, will become filled with foreign 
material. Then the jarring of the rail and the 
plate above the tie which is bound to take place will 
eventually cause a slight movement and breaking of 
the pavement. The remedy for this, and a simple one, 
is care while the concrete is setting. Not only should 
the concrete be thoroughly tamped with bars underneath 
the plates at the time it is poured but again, twenty or 
thirty minutes later, it should have another thorough 


” fe fa nee nn == === 5-0 Hake Aoa al 

pA AR OE gee Bae e ae beat Ble ae een eeees Selif ea ceo x 

Te | Cement GIOur, Cope | Lerner mortar gh 
(AR Hl aed Sore | Hange blocks. iste Cod 


Sand cushiorr 


NG b ] part cemert 

| ap de a Sai 4 parts sand 
rain hose - 1/2" | 
peat ateerelel ea Gan nnn arenas 


Ties at joints and ore t Pee 
Intermediate poirt welded to raj] \<--~~~-----~ Tre spaced 6*0'C. 10 ¢. 


Werocmnae., ap pate 
Longitudinal Section 


Cross AND LONGITUDINAL SECTIONS OF SOLID CONCRETE TRACK 
USED IN KANSAS CITY 


tamping at the time that it is taking its initial set. 
The reason for this is that concrete shrinks between 
the time of its pouring and of its initial setting. 
Hence, at this time, the concrete should again be 
thoroughly tamped, not only under the plates but also 
under the base of the rail. In this way, all water and 
air pockets are driven out from under the plates and 
rail, leaving as firm concrete as possible at that time. 

It will be observed that this working of the concrete 
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BEFORE AND AFTER POURING CONCRETE, KANSAS CITY TRACK CONSTRUCTION 
vide vents and facilitate thorough tamp- 
ing of the concrete under the ties. 

At right, track after the concrete slab has: 


been poured and concrete has just taken its 
initial set. Tampers are at work tamping 
concrete solidly under plates and rail. 


leaves outside of the plates a very considerable void 
which must be refilled with concrete. Hence, the entire 
surface, after this final tamping, is flushed with the 
grout, which will fill up all crevices or space that may 
have been left around the steel ties, thoroughly seal 
the surface right up to the rail and prevent any seep- 
age which may pass through the pavement from getting 
into or below this track structure. 

The joints used upon this reconstruction are of the 
Gailor arc-weld type made with the Lincoln welder. After 
the concrete is set, all the concrete around the joints 
is removed and the rail is then thoroughly cleaned and 
welds made. This is done simultaneously with the pav- 
ing, so no trouble may arise from the expansion and 
contraction of the rail. 

The paving is No. 1 Wisconsin granite 5 in. in depth, 
laid upon a bed of sand and cement and thoroughly 
grouted. Proper care was taken in the laying of these 
blocks so that a very smooth surface was obtained. 
By ordinary care, with blocks of this grade and a 
proper grouting, a pavement as smooth as asphalt is the 
result. Granite block was selected for this work, as it 
is found to be the highest possible grade of suitable 
paving and its cost fully justifies its use. 


A SUBSTANTIAL FOUNDATION IS PROVIDED 


In a construction of this type where every joint, both 
horizontally and vertically, is sealed with concrete, we 
have a slab consisting of concrete and granite 15 in. in 
depth, reinforced in all directions with the steel of 
the International ties and the rails, and the entire mass 
both below and above the base of the rail contributing 
its part to the carrying of the load. One cannot con- 
ceive of any kind of load that would be carried upon the 
public streets, either on a truck or on flanged, wheels, 
that could not be supported and carried by reinforced 
slabs 15 in. in depth. Failures which have occurred 
in the past on tracks laid in solid concrete may be 
attributed to one of several causes. Thus, in some 
types of construction, the solid concrete base is not 
integral with the paving and track, and it acts only as 
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a slab and that of not sufficient depth. Wherever con- 
ditions of this kind exist, the water gets into and below 
the paving, and as soon‘ias the paving begins to break 
up the entire structure is weakened. Other types of 
solid concrete construction have not had the advantage 
of the reinforcing that comes’ through the use of the 

_ steel ties. One of the great advantages in this type of 
construction is that both the paving and the base sare 
so firmly bound together by proper grouting and the 
reinforcing of the slab by means of the rails and ties 
that the entire depth of both paving and base con- 

- tributes to the carrying of the load. 

This type of track construction as described has been 

developed as a result of our experience in the Kansas 

City Railways over a period of many years, and has 

been adopted only after the most careful consideration 

of past experience, good and bad, which other bynes of 
construction have developed. 
That the 7-in. rail has many advantages over the 
many eccentric sections that are used is beyond ques- 
tion; that the use of the International steel tie has 
every advantage over all other types of construction has 
been demonstrated. For instance, by its use, we have 
eliminated 4 in. of excavation and concrete, as compared 
with what would have been required if we had used a 
standard wooden tie in its place; it is placed with 
greater facility and less cost; it acts as a reinforcing 
steel within the concrete slab and gives as permanent a 
piece of construction as one obtains from reinforced 
concrete buildings or bridges, and it furnishes a type of 
track with a minimum of concrete and excavation and 
insures a uniform distribution of the load over the 

_ subgrade. 

It is confidently expected that this type of construc- 
tion will furnish a track that will be good for from 
twenty to thirty years, practically without repairs or 
rehabilitation of any kind. This is based upon our 
experience upon similar work that has been done in 
Kansas City in the past ten years, where such con- 


SHOWING RECONSTRUCTED TRACK UNDER THE 
PORTABLE CROSSOVER 
This piece of track must be completed under traffic. A con- 


crete slab has been poured below the level of these ties upon 

which the track will be solidly blocked when the balance of the 

slab is poured after the removal of the crossover. 
_ struction has been carried out with some modifications 
_ but where no maintenance of any kind has been required 
(Ss under heavy traffic. In fact, the track is still appar- 
ently as good as it was the day it was put down and 
- undoubtedly can be used for many years to come without 
the least expenditure for maintenance. 
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Swiss Choice of Single Phase Justified 


Consulting Engineer of Bernese Subsidized Railways Shows 
by Careful Analysis Why the Standard System Used 
for Heavy Traction in Switzerland Is Well Suited 
to the Electrification of Steam Railroads 

NeA SERIES of articles recently published,* L. 

Thormann, consulting engineer to the Bernese Sub- 
sidized Railways, compares point by point the several 
systems available for electrification of railroads. His 
conclusion is that under no circumstances can the 
continuous-current system be declared superior to the 
single-phase system. From a purely technical stand- 
point, both systems can satisfy the requirements of 
main-line traffic, and the differences between them are 
unimportant. On the other hand, with continuous cur- 
rent, the capital costs will be considerably higher in 
consequence of the less favorable conditions of distribu- 
tion. This disadvantage would remain in the event of 
the development of the mercury rectifier, by which the 
lower efficiency of the continuous-current system could 
be improved. Thus the choice of the single-phase sys- 
tem for Swiss Railways cannot in any way be regarded 
as a failure, but as a result of present-day experience 
it remains the proper solution from every point of 
view. 

Ten years ago, said Mr. Thormann, the question of 
the most suitable system for electric traction on main 
line railways appeared to be settled, at least for Eu- 
ropean conditions. The answer was the single-phase 
system. The war brought railway electrification to a 
standstill, except in Switzerland, where the effect of the 
coal shortage produced an opposite result. After much 
delay the Swiss Railway Administration ultimately 
adopted single phase officially. Later, however, commis- 
sions from several European countries studied almost 
simultaneously the more important installations in serv- 
ice or under construction. As a result the continuous- 
current system at 1,500 volts was favored by some. 

Mr. Thormann began his analysis with the overhead 
conductor voltage, regarding which he said that as the 
current involved would be too heavy to permit elec- 
trification with 600 to 800 volts, no matter how desirable 
that would be, the voltage problem reduces itself to a 
solution of the purely technical question of sufficient 
insulation for the different parts of the installation. 
Since personal contact with a 1,500-volt line may be 
fatal, it is immaterial from the standpoint of safety 
whether this or a higher pressure is used. It is not more 
difficult to obtain a safely insulated overhead system 
with 15,000 volts than with one-tenth this pressure. 
Further, experience has shown that with 15,000-volt 
single-phase systems, properly protected by ample, 
quick-acting, maximum-current cutouts, it is very rare 
that serious damage, such as destruction of the con- 
ductors, occurs on short circuit. 

As to high-tension rolling stock, the magnitude of 
the overhead pressure has more effect on the locomotive 
than on the overhead conductors. 

Owing to the necessity for a transformer on the 
locomotive, it would seem that the alternating-current 
system is inferior to the continuous-current system. 
However, as the transformer is of the greatest impor- 
tance for obtaining speed regulation, it may be ques- 
tionable whether it should really be regarded as a 
disadvantage. There is very little high-tension appa- 
ratus besides the transformer on the locomotive, so that 
the » voltage has but little effect on the safety of working. 


~ *See Engineering, London, issues for July 7, 14 and 21, 1922. 
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From a technical point of view it is possible to build 
locomotives and motor coaches with direct current, 
single phase or three phase to meet the traction re- 
quirements of the heaviest and fastest trains. Experi- 
ence shows that there is not much difference in efficiency 
of the locomotives with the several systems. : 

Where traffic conditions demand the extensive use of 
motor coaches, it is desirable to use a lower pressure in 
the overhead conductor to obtain rational conditions 
for the motor coaches, on which only about one-half of 
the space for the equipment is available as compared 
with a locomotive of equal weight. 

As to costs of the different types of locomotives, the 
cost per unit weight is practically unaffected by sys- 
tem; hence a comparison of weights affords an insight 

» into relative costs. At the same time the motor capac- 
ity and speed must be taken into account when locomo- 
tives for similar duty are compared. Three-phase 
locomotives with no transformers are lightest, requir- 
ing from 65 to 85 lb. per horsepower, based on one- 
hour rating. For single phase up to 15,000 volts and 
continuous current up to 3,000 volts the weights of 
recent large locomotives vary from 90 to 130 lb. For 
similar conditions, European single-phase locomotives 
for 15 to 16% cycles are somewhat lighter thaneAmerican 
3,000-volt continuous-current locomotives. 

As to upkeep this may be assumed to be proportional 
to the weight of the locomotive, hence should be lower 
for the three-phase locomotive and about equal for the 
other two. 7 

Experience on the Bernese Alpine Railways shows 
that the cost of maintenance of electric locomotives 
is much lower than that of steam locomotives. The 
maintenance costs of the locomotives of a well-managed 
high-voltage single-phase railway should be about the 
same as those of a high-tension continuous-current 
railway working under the same conditions. 


SINGLE PHASE WITH DIRECT DISTRIBUTION 
Is Most EFFICIENT 


As to efficiency of the direct current at 3,000 volts 
produced from three-phase as compared with single- 
phase at 15,000 volts produced direct and from three- 
phase, Mr. Thormann gives average values from gen- 
erator shaft to wheel rim of locomotive respectively 
as follows: 374 per cent, 60 per cent and 48 per cent. 
With rotary converters or mercury rectifiers used in 
place of motor generators for converting three phase 
into continuous current, the over-all efficiency of the 
latter would be about the same as that of the single- 
phase system with single-phase generation. 

As to energy distribution, apart from the disadvan- 
tages of a lower efficiency of distribution, those systems 
in which the energy is converted further suffer from 
installation costs which are largely unnecessary in other 
systems. An extensive 3,000-volt continuous-current 
system needs three to four times as many feeding points 
as a 15,000-volt single-phase system. 

Referring to the Bernese Railways, using single- 
phase current at 15,000 volts, Mr. Thormann states that 
this line is fed at Kandergrund and Spiez with single- 
phase current direct from generators without trans- 
formation. If 3,000 volts direct current were used, 
there would be in addition four substations, at Berne, 
Zweisimmen, Kandersteg and Ausserberg respectively. 
The continuous-current system would need about 51,000 
kw. additional converting machinery, 340 tons of extra 
copper for overhead conductors, and 45 miles of addi- 
tional transmission lines. In this case, the additional 
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cost of energy with continuous-current traction would | 
amount to 83 per cent. 

_ Summarizing, it can be said that the distributing 
installation for the single-phase system shows much | 
lower capital costs, both in the case when the energy is 
generated and transmitted in the form of single-phase | 
current and in the case where three-phase energy has | 
tobe converted into single-phase energy, though in the | 
latter case the saving is not so considerable. | 

In conclusion Mr. Thormann takes up the subjects | 
of generation and transmission and inductive inter- | 
ference. In regard to the former he states that where | 
a station must furnish power for traction and for the | 
general three-phase network, the problem is not as | 
simple with single-phase-as with direct current. How- | 
ever, while a uniform system for generation and trans- | 
mission is a theoretical desideratum, no regret need be | 
felt when it is not feasible. 

As to inductive interference, after comparing the 
various methods which are used for mitigating this, he | 
said that with both continuous current and single-phase | 
current the communication lines have to be cleared away | 
from the tracks in order to make room for the overhead | 
conductors. If the circuits cannot be moved more than © 
about 200 ft. away, shorter distances are permissible, | 
in which case a comparatively cheap compensating wire | 
is necessary with the single-phase system to neutralize | 
static induction. Re-erecting the communication lines } 
will cost about the same with either system. 

As regards the devices to be used in the power | 
circuit, the cost only becomes appreciable when with © 
single-phase traction the three-wire system with auto- | 
transformers is used, and to a lesser extent suction 
transformers, to reduce dynamic induction. With 
present-day experience it is not permissible to conclude 
that the single-phase system will be more costly than 
the continuous-current system on account of interfer- 
ence with communication circuits to such an extent as 
to outbalance the other advantages of the high cake 


Power Supply for British Electrification 


N INTERESTING question which has recently been | 
argued before the British Electricity Commissioners 
has to do with the power supply for the approaching 
electrification of the South-Eastern & Chatham Rail- 
way. This railway will form a part of an electrified 
group consisting also of the London & South-Western 
and the London, Brighton & South Coast Railways. 
The South-Eastern & Chatham electrification will be 
direct current, and the first stage of the electrification 
is expected to be completed by June 30, 1925. Arrange- 
ments have been made with the government treasury — 
for a guaranteed loan of about $30,000,000, most of 
which is to be expended on electrification. 
On the matter of power supply, the railway applied — 
for permission to construct immediately a 60,000-kw. — 
generating plant, which it was contended could later be ; 
extended to produce 150,000 kw. After having made ~ 
exhaustive inquiry, particularly as to the ability of 4 
central stations to furnish a reliable and ample supply 
of power to the railway, the commissioners concluded 
that it would be a gain to the public interests concerned 
if the railway company were to take its supply from an 
outside source. The commissioners also recommended 
that the railway immediately take up with the central 
stations the terms of the contract, including a guarantee 
to indemnify the railway in case the central station 
fails to furnish the supply by the required time. 
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t Kippigs’ PICNIC AT SWOPE PARK 


_ Making Friends of the Children 


tailway Enters Into Spirit of Civic Movement by Supplying 
_ Free Transportation to Swope Park to Children of City 


HE Kansas City (Mo.) Railways performed a task 

recently that while remarkable in itself was in fact 
nly one feature of a remarkable occasion. The occa- 
ion was “Mayor Cromwell’s Kiddies’ Picnic,” a picnic 
or all the children of Kansas City, Mo., “everything 
ree’ to children, held at Swope Park, the 1,300-acre 
ublic park at the edge of the city. While possible dan- 
er had been predicted because of the presence of so 
1any children in the park, the chief anxiety seemed to 
e concerning their transportation. As it turned out 
mere were no grounds for these fears. 

The date was set for Sept, 2—school to begin on 
ept. 5. The receivers for the railway entered heartily 
ato the program for the picnic. As its contribution, 
he company distributed free tickets for all children 
nder twelve years of age. Posters announcing this 
ffer were displayed in the cars several days before the 
icnic, as shown in the next column. 

The special tickets prepared for the children were in 
wo sections, one for the trip to the park, another for 
eturn. They were good only until 6 p.m. of the day 
f the picnic. The receivers prepared 85,000 of these. 
jommittee members, mostly women, distributed the 
ickets over the city, direct to the homes. 

The tickets served one especially useful purpose: they 
rovided a concrete means of showing, beforehand, the 
fillingness of the company to participate in the plan 


STARTING THE HOMEWARD JOURNEY 


and to co-operate in carrying it out. As a matter of 
fact, tickets were not required for the day, since the 
children would have been carried free. Indeed, many 
children were carried without having to show tickets. 
But the cards were a useful and welcome means whereby 
the women working for the picnic were able to be sure 
that the children were going to have transportation. 


=| To the Children of Kansas City 


Our contribution to childhood joys at Mayor 
Cromwell’s Picnic, Sept. 2, is complimentary tickets 
for the children to Swope Park and return. We 
wish every child a happy and joyous day. 

FRED W. FLEMING 


FRANCIS M. WILSON ; Receivers. 


STATEMENT MADE TO CHILDREN BY RECEIVERS 


Hundreds of children might not have gone, had there 
been any doubt of the free ride. 

The crowds began arriving at Swope Park as early 
as 7:30 o’clock in the morning; in numbers increasing 
toward noon. The exodus from the park began about 
noon, and continued until nearly 9 o’clock. All told, 
there probably were considerably more than 100,000 
persons, including men, women and children, in the 
park during the day; for not only did the children 
come, but most of them were accompanied by mothers 
and older sisters, and there were literally thousands of 
babies in arms. 

The Kansas City Railways has a “loading pen” at the 
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Swope Park terminus, but a special loading pen was 
built at the park entrance for this day, with space for 
two cars. At noon, when it became apparent that the 
crowd in attendance would by far exceed in numbers 
the original estimate, the company quickly extended the 
pen to inclose seven cars. Seven turnstiles were pro- 
vided for permitting admission to the stockade. Be- 
tween 12:30 and 7 o’clock Saturday afternoon, 50,000 
passengers with tickets were registered by the turn- 
stiles. It is estimated that about 10,000 others boarded 
cars before or after the cars were in these loading pens. 
There were people to the number of 25,000 to 50,000 
who came to the park and left in motor cars. There 
were probably 10,000 children less than six years old 
who rode from the park and were not counted at all. 

The company had men in the park to sell tokens, ten 
men standing near the loading pens for this purpose. 
There were thirty other employees around the loading 
place, facilitating the movement of passengers. 


TEMPORARY REROUTING A FEATURE 


The company routed through to the park many of its 
lines that ordinarily transfer passengers to a special 
Swope Park line. A total of 1,025 cars carried pas- 
sengers to the park. For several hours as many as 
sixty cars entered the park in an hour. At one time in 
the afternoon cars were being dispatched at the rate of 


With the Compliments of _ 


Fred W. Fleming and 
Francis M. Wilson 
Receivers 


Good for one trip to 
Swope Park September 2 
for Child 12 years or under. 


' Not good after 6 p. m. 


of the 
KANSAS CGITY RAILWAYS CO. 


The Kiddies. Picnic 
We wish you a 
very Happy and 
Joyous Holiday. 


Fred W. Fleming 
Francis M. W.lson 
Receivers of the KANSAS CITY RYS. CO. 


Good only in Kansas 


Good for one trip from 
Parks August 31 for Child 12 
years or under. : 


SPECIAL TICKETS USED IN CONNECTION WITH 
KIDDIES’ PICNIC 


eighty an hour—this being possible because of the 
seven-car loading pen, the prepayment of fare, and the 
efficient work of the extra men who facilitated the 
loading. 

In addition to the forty extra men at the park, there 
were also thirty-five additional men serving at transfer 
points in suburbs and downtown. 

Throughout the whole day, over the many lines where 
the children were carried, not an accident occurred. 
There were accidents on the system, as on any day; 
but they did not happen at the park, or in connection 
with the carrying or transfer of the children and the 
picnic crowd. 

Despite the burden of carrying the thousands of chil- 
dren, the maintenance of the extraordinary headway, 
and the obvious withdrawal of part of the normal down- 
town traffic, the company’s receipts from passengers 
were considerably above $3,000 in excess of correspond- 
ing days. 

A similar “Mayor’s Picnic” was held in Kansas City, 
Kan., on Aug. 31, Mayor Burton of that city being host 
to the city’s children. The Kansas City Railways also 
provided free transportation for those children—12,000 
tickets similar to those used in the Missouri city being 
distributed. 
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Illinois Central Project Under Way 


With Electrification System Décided, I. C. Will Push Work 
Involving Detail Electrical Design, Construction of 
New Terminals, Rearrangement of Tracks 
and Installation of New Signal System 


HE report of the commission appointed to consider 
the electrification of the Chicago terminals of the 
Illinois Central Railroad has not yet been released for 
publication. However, as mentioned last week, the com- j 
mission recommended the adoption of the 1,500-volt d.c. | 
system with an overhead contact system of current col- | 
lection. This commission was appointed by President j 
Markham in December, 1920, in accordance with the 
requirements contained inthe Lake Front ordinance of | 
July 21, 1919. The members of the commission are 
D. J. Brumley, chief engineer Chicago Terminal 
Improvement, chairman; Hugh Pattison, Bion J. | 
Arnold, George Gibbs, Cary T. Hutchinson and W. M. | 
Vandersluis. 
The ordinance, to which the city of Chicago, the | 
Illinois Central Railroad and the South Park Commis- 
sion were parties, settled the common boundary lines 
so long under discussion, provided for additional sub- 
ways and viaducts across the railroad north of Fiftieth 
Street and bound the Illinois Central to extensive im- 
provements, including a new station at Hast Roosevelt 
Road and the electrification of certain services. 
The electrification requirements are as follows: (a) | 
The entire suburban passenger service on or before } 
1927. (b) The entire freight service north of ‘East | 
Roosevelt Road on or before 1930. (c) The entire 
freight service within the city limits on or before 1935. 
(d) The through passenger service within the city 
limits may, with certain provisions, be electrified by 
1940. 
In analyzing present electrifications the commission {i 
found, according to the statement issued by the Illinois 
Central, that most of the installations in this count yo 
had been for some particular type of service or to — 
meet some special operating requirement but have not 
included freight, through and heavy suburban passen- 
ger service. 

The New York Central was primarily electrified on | 
account of the Park Avenue tunnel and covers througaantl | 
and suburban passenger service. This is a low-voltage 
direct-current system with a third rail: The Norfolk | 
& Western, an 11,000-volt single-phase alternating-— 
current electrification, is principally for heavy freight — | 
service over mountain grades. This electrification uses | 
an overhead contact wire. The Pennsylvania and the | 
Long Island at New York City were made necessary on | 
account of the tunnels and include only through and 
suburban passenger service. These electrifications use 
a third rail for current collection. The New York, 
New Haven & Hartford, electrified shortly after the 
New York Central, is the first large example of 11,000-_ 
volt’ single-phase alternating-current electrification ané ‘ 
the only example which handles electrically through 
freight, through-passenger and suburban-passeng 
service. It uses an overhead contact wire. The Chi- 
cago, Milwaukee & St. Paul, with the largest route 
mileage of electrification in the world, is a 3,000-volt — 
direct-current system with an overhead contact and 
handles through passenger and freight but has not 
dense traffic. 

The Illinois Central problem, involving as it does 2 
heavy suburban passenger service, freight transfers 
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between yards, switching in congested yards and 
eventually through passenger movements, all within 
terminal limits only, is quite different from any elec- 
trification so far undertaken either in this country or 
abroad. 


The commission considered but early eliminated from 


the discussion three possible schemes. These were the 
three-phase alternating-current system, which requires 
a double overhead contact and which was eliminated 
on account of complications in construction without any 
advantages ver the single-phase alternating-current 
system; the storage battery locomotive, which had to 


‘be eliminated on account of prohibitive operating 


charges; the Diesel engine locomotive or some other 
form of self-contained unit to meet the ordinance re- 
quirements as to noxious gases and noises. Some form 
of the latter type of unit may be developed for freight 
and through passenger movements, but the development 
is in such a stage that it could not be depended upon 
for the Illinois Central. 

This investigation left four systems for considera- 
tion: 750 volts direct current with third rail; 1,500 
volts direct current with overhead contact; 3,000 volts 
direct current with overhead contact, and 11,000 volts 
alternating current with overhead contact. 

Estimates of first cost and maintenance and opera- 
tion estimates covering these four systems were made. 
Although the 750-volt system did not differ materially 
in first cost and annual cost from some of the other 
systems considered, yet it was eliminated on account 
of the large amount of freight yard tracks involved 
where the third rail was considered undesirable, and 
also on account of the track location where Chicago 
climatic conditions would seriously hamper operation 
with third rail. 

Of the three systems using an overhead contact, the 
1,500-volt system seemed best to the commission for 
this particular problem, the electrification of the Chi- 
eago terminal, as no main line divisions were involved. 

Before actual electrification construction work can 
be started a large amount of preliminary trackwork 
must be dons. At the present time work totaling about 
$1,000,000 is under contract and in progress. This 
consists of track depression work between Twenty-fifth 
and Forty-fourth Streets, which involves the moving 
of more than 600,000 cu.yd. of earth; elevation work 
between Forty-fourth and Fifty-first Streets; the con- 
struction of the Rhodes Avenue and Woodland Park 
Sewers; a dam at Twenty-third Street to allow filling of 
the property north of the dam, and a new breakwater 
between Twenty-ninth and Thirty-first Streets. 

This will be followed by the rearrangement of tracks, 
as the suburban tracks will be consolidated on the west 
part “of the right-of-way; the erection of the new 
through passenger terminal at Randolph Street; 
changes and additions to present suburban stations 
and platforms with entrance and exit subways where 
needed; and the elimination of grade crossings with 
other railroads. 

In the meantime the design of the new electrification 
work will be carried forth. This includes a power 
house, with a proposed location on the Calumet River 
near Riverdale, substations to be located at various 
points on the terminal property and extensive overhead 
construction work for contact and transmission wires. 
At the same time the selection of the electrical equip- 
ment for the 240 multiple-unit cars will be made. These 
cars will be similar in design to the twenty new all- 
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steel suburban coaches purchased in 1921 and now in 
use in steam service. They were built with the elec- 
trification plans in mind, and can be converted for 
multiple-unit operation by the application of motors 
and other necessary electrical equipment. 

The changes in tracks and electrification of tracks, 
amounting +o 125 miles, will require several new inter- 
locking plants and a complete new signal system, as the 
present one is not adapted to tracks where electric 
propulsion is used. Furthermore extensive improve- 
ments must be made in the telephone and telegraph 
system, involving several miles of underground conduit 
construction, to suit the new physical and operating 
conditions. 


Emphasizing Safety in Milwaukee 


T THE RECENT meeting of the’ National Safety 

Council in Detroit the Milwaukee Electric Rail- 
way & Light Company placed on exhibit one of its 
“cross crossings cautiously” posters, which was com- 
mented upon favorably by a number of the delegates. 
The reproduction herewith does not do justice to the 
original, which is impressive and has high visibility 
because of the vivid colors used. These posters, which 
are printed on 4-in. cardboard, are mounted upon a 
wood backing. This is placed on a regular fence post at 
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A SAFETY PosTeER WHICH IS USED AS A CROSSING WARNING SIGN 


a location between 100 and 200 ft. from the intersec- 
tion with the interurban line. In order that they may 
be visible from the headlight of the automobile the 
height from the top is from 4 to 5 ft. above the road 
surface and they are turned at an angle of 60 deg. from 
the line of travel. The posts are usually set about 
4 ft. from the concrete, depending upon the width of 
the road shoulder at that point. 

It is the belief of the safety committee of the Mil- 
waukee comnany that this poster carries a lesson which 
will make it more effective to drivers than is the 
standard railzoad crossing sign which is located about 
300 ft. back from the crossing. Even though the 
driver of a car may not take in the details of the horror 
expressed on the faces of the passengers in the ill- 
fated auto depicted, it is expected that he will have this 
thought brought to his mind because of having seen the 
American Railway Association posters, which are so 
widely distributed. 

These posters are expected to stand up for at least 
two seasons. The oil colors are protected by a coat of 
varnish. The poster itself measures about 19x26 in. 
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Lo there tothe Sdlotavs 
Mayor Couzens Is Not Perturbed 


OFFICE OF THE MAYOR 
DETROIT, MIcH., Sept. 28, 1922. 


To the Editors: 

In your issue of Sept. 16, 1922, there is an editorial, 
which has been drawn to my attention, entitled “Mayor 
Couzens Scents a Conspiracy.” 

Yes, the Mayor did come up from the ranks, even 
though he always wore two suspenders. 

No, I have not learned that labor by and large is 
ungrateful, because I.cannot learn what is not so. 

No, I am not perturbed, because I trust the men if 
they are honestly informed. 

No, I do not see labor turning against me. 
no idea that they will do so. 

No, the men of the Amalgamated do not threaten 
to turn on me and bite my hand. These same men did 
not bite the hand of the Detroit United. 

One great thing I have learned is that the people 
in the pay of the electric railway corporations cannot 
fool the public by writing such material as this article 
contains. Many subterranean methods have been used 
by editors in an endeavor to fool the public, but I 
have learned that they cannot “get away with it’; not 
even those who rise from one suspender, and still have 
only one. JAMES COUZENS, Mayor. 


I have 


Freight Haulage Not Discussed at Chicago 
BONNER RAILWAGON: SYSTEM 


NEw YORK, Oct. 9, 1922. 
To the Editors: ; 

Glancing over the eighty-eight pages of the issue 
of Oct. 7, I tind the report of the Chicago convention, 
but little if anything is recorded in the addresses, sym- 
posiums or formal papers on freight haulage as a means 
of increasing receipts. Truly, in the past freight haul- 
age has been held in high regard, even though largely 
misunderstood in many minds as to its great value under 
proper nourishment and better encouragement. 

I am going to tell you something that might have 
been interesting reading, at least to some who attended 
the convention, and who think along similar lines. 

I have been privileged to read a letter from one of 
the largest urban electric railroad systems, whose name 
I withhold pending its consent, under date of Sept. 20, 
1922, which in part says: 

“The company has recently withdrawn entirely from 
the freight trolley business.” 

Such a quoted statement might ordinarily pass with- 
out notice, Dut because the announcement comes: from 
the largest urban trolley system, operating as it does 
some 600 miles of tracks and in the year 1919 did move 
65,224 gross tons of freight, it is vital to measure the 
underlying vondition which decided the company, as its 
action bears upon freight haulage on electric railroads 
generally. 

I have before me a bound copy of.a study covering 
the freight department operations of the same system. 
It is for the year 1919. The expense thereof was pro- 
vided jointly by a leading utility equipment corporation 
and by the transit company. The study was directed 


by a transportation expert engineer of broad experience 
and covered continuous research for a period of fourteen 
months. This report is unusually comprehensive; prob- 
ably none of the character ever equaled it. 
167 typed pages, besides many maps, blueprints, recapit- 
ulations, which show the company’s investments, physi- 
cal and mobile, the earnings and expenses of freight 
operations. There is study to show what facilities are 
necessary, in the judgment of the engineer, to improve 
efficiency. The report includes all the transportation 
lines centering at the port, and to co-ordinate therewith 
the facilities in the metropolitan industrial district. 
The report 3ays in part: 

The future possibilities for a greatly increased freight 
operation are without limit, in that the traffic is waiting 
more extensive developments making possible the trans- 
portation of commodities for from 80 to 100 miles outside 
of the city. The great industrial center which this com- 
monwealth forms is contributory through very heavy traffic 
possibilities; also owing to the large number of firms dis- 
tributing their products from the city, a heavy traffic in 


merchandise, which always pays a good revenue, is waiting 
development. 


A study of the compilations made by correspondents in 
the Middle West regarding the terminal and road haul 
costs proved remarkably interesting and showed a surpris- 
ing difference in operating cost as between interurban rail- 
ways and steam railroads. It is manifestly clear to us that 
terminal costs remain constant for all distance, while the 
road cost increases in ratio of the distance moved. The six 
mid-west exhibits submitted show the average terminal cost 
per ton is $0.7108, while the average of the ton-mile cost 
for haulage is $0.0316. After study of the evidence touch- 
ing these exhibits, we are convinced that the average ter- 
minal cost is in excess of the average shown by the exhibits, 
while the average of the ton-mile cost as submitted is 
approximately fair and reasonable. i 

It seems plain enough what decided the drastic action 
of abandoning all freight haulage by the transit com- 
pany when one reads into the report and finds that the 
average net :evenue from freight haulage per car-mile 
was $0.076, while the station handling cost was total 
$88,146.39; or, averaging as deduction from otherwise 
available income revenue amounted to $0.484 per car- 
mile. The average hauling expense was 40 cents per 
car-mile. Total car-mile expense was $0.884. 

That the -ommercial and shipping interests of the 
city in question have not taken kindly to the determined 
movement by this electric railway system is reported 
in recently broadcasted press dispatches. The Chamber 
of Commerce of one of the large outlying cities, and 
a terminal of one of the lines of electric railways which 
also connects with the system that has tabooed freight 
haulage, gives publicity to the fact that it strongly pro- 
tests the abandonment of freight haulage since the result 
means not only the diverting of freight and freight 
revenue benefits from all connecting cities within the 
state, but has diverted such benefit to an outside state; 
further, that an appeal from such action had been taken 
to the State Public Utility Commission. 

It would appear, therefore, that the only hope for 
successful freight haulage by the trolley lines lies in 
the minimizing, even to a partial elimination, of the 
terminal handling cost, since I have shown that this 
station expense exceeds the hauling cost; otherwise, 
what can all the other electric railroads finally do than 
to follow the policy as laid down by the transit company 
in defense of their invested capital. Moreover, the ques- 
tion naturally arises, why should there be further sup- 
port of the policy of freight haulage on electric railroads, 
as it must be conducted under present heavy terminal 
cost handicap, with the haulage equipment and tools that 
are today in general use. JOSEPH C. BONNER. 
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Lubrication Data from Lexington 
KENTUCKY TRACTION & TERMINAL COMPANY 


LEXINGTON, Ky., Sept. 27, 1922. 
To the Editors: 

Replying to the request by A. B. Creelman, master 
mechanic Youngstown Municipal Railway, Ohio, for 
further information relative to method of car lubrica- 
tion and costs of the Kentucky Traction & Terminal 
Company, described in a communication from me on 
page 138 of your July 22 issue, I submit the following: 


ROLLING STOCK—APRIL 1 TO AUG. 31, 


1922 

No. Cars Type Light prekht Service 

37 Single truck 26,000 City 

10 Double truck ' 25,000 Interurban (New, Feb., 1922) 

I Equipment GeneralElectric WH Totay 

Niotorse aE EGE a nits Ac aie ete... 58 67 264 92 
No. in service... . 46 6 40 22 114 
DV AGEO SES 2/5145 dhe Gece gledsben aise Lee en ii 


ON RSGIERE Sa cs" 2 Mies a aeons 


LUBRICATION DATA—PERIOD OF TIME ART A tm 
APRIL 1 TO AUG, 31, 1922 


Cos Miles Miles 
ae Lb. per |, “300 per Gal. per Lb. 
Gear Total Miles Car Gear 
Mileage Or Grease Cost Cents Oil Grease 
City... cana 414,175 166.5 242 $49.31 11.9 2,487 1,711 
sew interurban 358,121 68 107 20.94 5.8 5,266 3,347 
Total average 772,296 2343 349 $70.25 9.09 3,294 2,213 
Wool waste used.......... bs. 10.20 1.32 ’ 
Total cost per 1,000 miles (inc. waste) Aid itutoacmwiyany 10.42 


LUBRICATION COSTS—NINE MONTHS ENDED MARCH 31 1922 


Miles Cost Cents per 1,000 Car-miles 
BUS rc J cteas ie Pelee ent eek orcs sive on 716,169 121.46 16.96 
PACOPUCDAD oh Une ark oh ee = 544,694 126.53 EY 
otal. sasctdetpae er tsisesSia.s a ‘1,260,863 247.99 19. 
Hot Bearings—April | to Aug. 30, 1922 
Journal Armature Miles per Hot Bearing 
Aes Pin INE Ns fcetalesase «of 6 0 82,835 
Mriperuebamincwmy ict lis sss )s 0 0 358, 121% 
July 1, 1921, to March 31, 1922 
GAPS Bo bain: poe oes 10 0 71,616 
LUPE yh d 61:1 Ba an 16 0 34,043 


Method of Lubrication 


Kind of lubricant—Galena Signal Oil Company Products 
One (1) gill oi! per oiling—Armature—motor ae bearings and journals 
One (1) Ib. gear grease each gear—except GE-264- lb. 

is mileage was covered without any bearing trouble. 


—— City Service ——\ caterer. Service 
WH-92 GE 


EVDO MOLES athe Nete oe ea ~ GE-58 67 

Days Between Oiling 
Armature bearing. . i ea 7 7 15: 10 
Motor axle bearing. = 14-14 15 20 
Journals. : i230. .)4 60 60 60 60 
REDATA Gre A RM Cres, cE ef sine,» 60 60 60 30 
Average miles perday.............. 102 92 98 234 


On the old grease-box type of motors (namely, the 
GE-58 and 67) we use felt in the bottom of the grease 
box. This felt touches a piece of felt fitted in the 
bearing sleeve. The grease box is packed with wool 
waste. The oil well in the lower half of the bearing 
housing has a felt oil-feeder with a flat spring to hold 
the oil feeder in contact with the shaft. This applies 
to both armature and motor axle bearings. The waste 
_in the journal bearings is livened up with a packing 
hook every thirty days. The oil feeders are inspected 
every four months. 

All oiling is done by a schedule which is made out 
the first of each month and specifies the car number and 
particular type of bearing to be oiled each day. The 
type of bearing to be oiled is designated by the figures 
_ 1-2-3-4 opposite the car number. 


Designates An eS. bearing only 

Designates armature and motor axle bearings only 
Designates sige reps axle bearings and journals 
Designates all bearings and gears. 


PWR 


An allowance is made of one day before or after 
date specified if the car is not in the shop on the date 
scheduled. This is to prevent cars being taken out of 


ELECTRIC RAILWAY JOURNAL 


633 


service for the purpose of oiling. All oiling is done in 
the daytime. A daily report is made by the shop fore- 
man and a record made of each car oiled. 

In explanation of the cost. of 4.3 cents per 1,000 
car-miles for lubrication referred to in my communica- 
tion in the issue of July 22, this covered only new light- 
weight interurban cars for the month of June, 1922. 

I trust I have made my practice in lubrication clear. 
I cordially invite comments or criticisms from any 
fellow craftsman. W. G. STUCK, 

Master Mechanic. 


Is a Ferris Wheel Ride Worth More 
Than a Trolley Ride ? 


CHARLOTTESVILLE & ALBEMARLE RAILWAY 
CHARLOTTESVILLE, VA., Oct. 4, 1922. 


To the Editors: 

I have just finished reading in a monthly paper 
devoted to certain branches of the amusement business 
an editorial on the relative advantages of charging 10 
cents, 15 cents or 20 cents for a ride on a ferris wheel. 
This prompts me to ask: What are the psychological 
processes which lead men and women to fight for an 
opportunity to pay the ferris-wheel man 15 cents and 
20 cents for a ride and begrudge the street car men 7, 
8 or 10 cents? 

This query of mine is not the outgrowth of dis- 
appointment because our travel has fallen off with in- 
ereased rates. You will remember that the Charlottes- 
ville & Albemarle has not only never increased its fare 
above 5 cents, but it has been showing gratifying gains 
in patronage each month. 

But I have seen it in almost every walk of life, and I 
have wondered if it is a psychological application of the 
inverse of the proposition that we like to get something 
for nothing. I have noticed a decided willingness to 
grudge the necessities of life, but a greater willingness 
to pay dearly for the luxuries. Should you not class a 
15-cent or 20-cent ferris-wheel ride as a luxury? And 
have we not come to regard a street car ride as a 
necessity? Or is it all mixed up with the “great unrest” 
—the doubtful cause for every vice and extravagance 
uncurbed since the war? 


JOHN L. LIVERS, President. 


Outing of Monongahela Divisions 


ITH fair weather prevailing the day forces of the 

Fairmont and Clarksburg divisions of the Monon- 
gahela Power & Railway Company enjoyed a great out- 
ing at Norwood Park, Clarksburg. The night forces had 
their outing the day following. Nearly 2,000 people at- 
tended the picnic the first day and more than half that 
number the second day. Mr. and Mrs. W. M. Bostick and 
Vice-President C. P. Billings were the West Penn Com- 
pany representatives at the gathering. George M. 
Alexander presented badges to veterans who had been 
in the service of the company for twenty vears or more. 
A program of dancing and sports featured both days. 


Among recent effective epigrams put out in the 
posters of the Ontario Safety League, the following 
attract attention: “The man on the job knows best 
what is safe and what is unsafe.” ‘Whether you are a 
safety committee member or not, it’s up to you!” “Take 
no chances—If you have to mourn the death of a mule, 
mourn at his head.” “Blind men seldom pay an income 
tax—Wear your goggles!” 
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The Three Outstanding Subjects Considered by the Accountants’ Association This Year Were 
Present-Day Responsibilities, Engineering and Stores Accounting and the Budget— 
This Article Gives a Report of the Proceedings at Chicago 
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F. E. WEBSTER 
Retiring President 


HE meeting of the Accountants’ 

Association in Chicago on Oct. 2 to 
5 was especially interesting because it 
marked the completion of twenty-five 
years of activity on the part of the 
association. 

The meeting on Monday was opened 
by an address by the president, F. HE. 
Webster, who spoke briefly of the prog- 
ress which has been made by both the 
association and the industry during the 
past twenty-five years and the need for 
a larger membership. He then ex- 
plained that during the past year there 
had been no joint committee with the 
T. & T. Association on economics of 
schedules, as the purpose for which this 
committee had originally been created 
had been satisfied. For a similar rea- 
son there had been no joint Claims- 
Accountants’ committee. He then re- 
ferred to changes which had been made 
in the personnel of the committee on 
standard classification of accounts and 
on stores accounting, and stated that 
the association would have a represen- 
tative at the meeting of the National 
Association of Railway & Utility Com- 
missioners in Detroit on Noy. 14. Con- 
tinuing, he said in part: 

“During this convention we. shall 
have a report, unfortunately short, 
because of circumstances, from a com- 
mittee that has lately come into exist- 
ence, but which is destined to be a very 
important one. It has long been my 
belief that we could profit by the ex- 
perience of others, referring particu- 
larly to the accounting sections of the 
National Electric Light Association 
and the American Gas Association. A 
criticism has been made that we do not 
get the larger ideas of the nation, at 
least so far as they affect the work of 
an accountant, and I consider it imma- 
terial whether he be an accountant 


connected with a railway or utility 
property or engaged with an industrial 
corporation. Be this criticism just or 
unjust it matters little, but it is a fact 
that all business men can profit by 
exchange of ideas with fellow workers 
—each accountant, or each accountants’ 
association, can learn lessons from 
other accountants or other associations. 
It is realized that national accounting 
uniformity can only prevail along broad 
lines and accounting departments can 
better function if their practices are, 
as far as may be, along comparable 
channels. 

“Many of our members are associ- 
ated with utility properties, as well as 
railway interests, and those of us who 
are thus associated well realize the 
difficulties which arise, from time to 
time, through variations in classifica- 
tion requirements and other pursuits 
of our duties. With this in mind your 
president took the initiative of solicit- 
ing the affiliation of our accounting sec- 
tion with similar sections of the elec- 
tric and gas associations in that full 
measure of up-to-date’ conclusions 
might be made available. 

“It is a pleasure to convey to the 
members of this association the spirit 
of co-operation which was promptly 
made manifest by each of our allied 
associations, both of whom have indi- 
cated their acceptance of the estab- 
lishment of inter-association relations. 
Personally, I wish to take this occasion 
to thank those officers who were respon- 
sible in making the relationship possible. 
Our meetings will be open to the repre- 
sentatives of the National Electric 
Light Association and American Gas 
Association and I trust those represen- 
tatives will feel perfect freedom in 
participating in any talks or discus- 
sions that take place.” 

The report of the executive commit- 
tee was then read. It consisted of 
minutes of the meetings of the execu- 
tive committee during the year. 

Then followed a four-minute address 
on safety by E. D. Reed, general super- 
intendent Chattanooga Railway & 
Light Company. The report of F. J. 
Davis, secretary and treasurer, was 
then read by Mr. Davis. It showed, on 
Sept. 15, forty-nine individual mem- 
bers and an estimated number of 122 
company section members. The ex- 
penses of the association during the 
ten months ended Aug. 31 were $1,065, 
mostly for printing. 

The report of the committee on 
standard classification of accounts was 
then presented. It is abstracted below: 


STANDARD CLASSIFICATION OF ACCOUNTS 


During the past year the committee 
has been less active than at any time 
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W. G. NICHOLSON 
Incoming President 
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during its twenty-six years of existence. 
This must not be construed, however, 
that it has ceased to function properly 
or that it has in any way neglected 
its duties. Very few questions have 
been submitted to it for decision. This 
in a way is quite gratifying as it may 
be assumed that the system has proved 
to be well adapted to its purpose, and 
while the original text in the light of 
many years of somewhat changed oper- 
ating practices might now be modified 
and somewhat improved upon, it, to- 
gether with the several hundred cases 
upon which rulings have been given, 
generally covers the subject. It may 
be of interest to state that the Railway 
Accounting Officers’ Association, which 
is the committee which covers steam 
railroad accounting, has recently been 
going over its text and proposes to 
eliminate some of its accounts. This 
will bring them more nearly in accord 
with the practice of the electric rail- 
ways than they are at present. 

One thing that the committee now 
feels should be considered is the ques- 
tion of providing suitable accounts to 
cover the operation of buses, which is 
a growing business and with some 
roads is assuming considerable im- 
portance. The committee will be much 
pleased if members of the association 
who have had experience in the op- 


eration of buses will express their 


views of how best to provide for this 
accounting. 

The committee’s last report called 
attention to the act of Congress which 
made it mandatory that the Interstate 
Commerce Commission shall prescribe 
in what manner and to what extent 
carriers must provide for depreciation 
and that the commission had created a 
department whose duties were to be 
deyoted exclusively to the consideration 
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of matters pertaining to depreciation 
and that the committee had submitted 
a brief on the subject at the request, of 
Frank S. Fowler, chief of the depréci- 
ation section of the Interstate Com- 
merce Commission. Since that time the 
executive committee of the American 
Electric Railway Association has re- 
quested that the accountants’ commit- 
tee follow the matter under the gen- 
eral guidance of the committee on 
national relations and we have replied 
that we are perfectly willing to co- 
operate with that committee. 

During the year W. H. Forse, Jr., 

having given up his connection with 
the Indiana Union Traction Company, 
resigned as a member of this commit- 
tee and President Webster appointed 
in his place M. W. Glover of the West 
Penn Railways. Mr. Forse had been 
a member of this committee since 1907 
and those of us who have been asso- 
ciated with him in committee work feel 
that we and the association have met 
with a distinct loss in no longer having 
his assistance and advice. The longer 
we were associated with him the more 
we appreciated his devotion to the 
work, his good fellowship and his con- 
sideration for his fellow members and 
we wish him every success in his new 
undertaking. The committee again 
takes this opportunity to express its 
appreciation of the courtesies extended 
40 it by the Interstate. Commerce Com- 
mission’s representatives. 
_ The report was submitted by Henry 
‘L. Wilson, chairman; W. F. Ham, 
?P. S. Young, M. W. Glover and Robert 
“Wallace. 

There was no discussion on this 
-report. 

President Webster then introduced 
sas the speaker of the afternoon Walter 
‘H. Timm, secretary Public Service 
«Commission of New Hampshire. Mr. 
Timm then presented the paper which 
‘is published in abstract on page 563 of 
‘the issue of this paper for Oct. 7. 

At the conclusion of his address Mr. 
“Timm received a rising vote of thanks 
‘by the members and guests present. 
After an informal introduction of the 
members and guests to each other, the 
meeting adjourned. 


Tuesday Session 


The first part of the. Tuesday after- 
noon session was taken up with a joint 
meeting of the Engineering and Ac- 
countants’ Associations. The report of 
the joint committee on engineering- 
accounting was presented by C. R. 
Harte, co-chairman. This was. fol- 
lowed by a paper on “Related Func- 
tions of the Engineer and Accountant 
in Public Utility Development” read by 
the author, E. D. Dreyfus, engineer 
West Penn Railways. This joint ses- 
sion was covered in the Oct. 7 issue of 
the Electric Railway Journal. 

At the conclusion of the discussion 
of Mr. Dreyfus’ paper the accountants 
adjourned to their own room, where 
the first order of business was the 
appointment of a committee on nomina- 
tions. This comprised T. P. Kilfoyle, 


chairman; M. R. Boylan, T. H. McRae, 
G. W. Kalweit and J. M. Joel. 

Next the report of the committee on 
stores accounting was read by Secre- 
tary Davis. An abstract of this re- 
port follows: 


STORES ACCOUNTING 


The committee on stores accounting 
in its report began by going back a 
year or two, and calling attention to 
the fact that at the convention of 1921 
no action was taken on certain recom- 
mendations for standard practices 
which it was thought should be adopted 
by electric railways in connection with 
stores accounting. These recommenda- 
tions were urged for favorable action 
this year. They, were as follows: 

1. That a materials classification, 
recommended by the committee, be 
printed in pamphlet form and dis- 
tributed to all member companies with 
recommendations that it be adopted and 
used as a standard practice. 

2. That monthly statements, on 
forms set forth, be made by electric 
railways, reflecting the operation of 
the stores department. 

8. That it be the practice to main- 
tain stock books, in the form substan- 
tially as shown, in all storehouses or 
stock rooms where stocks of material 
are maintained, as the most helpful way 
of regulating and controlling invest- 
ments in stocks of material. 

4. That so-called working stocks of 
material, meaning thereby stocks with- 
drawn from the general stockroom in 
excess of the day’s working require- 
ments and carried in the care of some 
department foreman, be set up in the 
general stores account at inventory 
time and inventoried each year, thereby 
maintaining this asset on the books; 
and that stock books be carried for 
such materials to assist in adjusting 
such stocks to the consumption re- 
quirements. 

This year’s committee added two 
recommendations as follows: 

5. That handling of purchase in- 
voices, adoption of a standard form of 
invoice, number of copies to be made, 
purposes and disposition of same, 
certification, recording, vouchering, etc., 
be carried out as set forth in detail in 
an appendix to this report. 

6. That there be adopted a system 
whereby containers, such as drums, 
reels, cement sacks, carboys, etc., can 
be kept track of with a view to insuring 
the return for proper credit and ac- 
counting for the same in a correct 
manner as particularly described in an 
appendix entitled “Accounting for Con- 
tainers.” 

In its report, the committee also re- 
fered to discussion with the committee 
on purchases and stores of the En- 
gineering Association, which went to 
show the need of collaboration between 
the two associations in this important 
matter. 

As is suggested above, the committee 
appended to its report a number of 
concrete suggestions. They included a 
set of instructions covering the use of 
stock books, a system for handling pur- 


chase invoices, and a system for ac- 
counting for containers. 

The suggested system for handling 
purchase invoices involves the adoption 
of a standard form on which the elec- 
tric railway would receive its purchase 
invoices. After the invoice is received 
and checked by the purchasing agent, 
it would go to the accounting depart- 
ment. This is important because it 
constitutes a liability of the company. 
The storekeeper would also see the in- 
voices because they familiarize him 
with the costs of materials. This has 
a good moral effect and tends to bring 
about economy in the care and use of 
materials. 

In regard to accounting for con- 
tainers, the committee pointed out that 
in purchasing material of certain kinds 
the shipment is made in containers 
which are billed against the purchaser 
on the invoice covering the material. 
These are returnable when empty and 
the shipper will allow the price at 
which they are billed, less the freight 
charges and cost of repairs. At pres- 
ent on many lines there is no particular 
system for keeping track of such 
articles, the matter being generally left 
in the hands of the store department 
but without check of any kind. The 
committee recommended that a special 
account be opened on the books 
designated “Container Account,” store- 
keepers to be furnished by the account- 
ing department with container sales 
order forms, made out when the in- 
voices are received. 

Storekeepers would be held respon- 
sible for the prompt return of con- 
tainers when empty, or for satisfactory 
accounting for them otherwise, so that 
the container account could be relieved. 
Storekeepers would follow instructions 
on the sales order with respect to 
making shipments and bills for the 
containers shipped, the credit to the 
container account being shown on the 
bill. Other- practical details of the 
scheme were given, but the above will 
serve to show the general plan. 

This report was signed by R. A. 
Weston, chairman; C. L. Bartlett, G. H. 
Caskey, A. E. Hatton and J. S. Pardee. 


DISCUSSION ON STORES ACCOUNTING 


In discussion of the report, W. L. 
Davis, Allentown, Pa., said that there 
is one element that might be taken into 
consideration, namely, the desirability 
of devising some method of reconciling 
the accounting system described in the 
report with the general ledger accounts. 
Some storekeepers overlook this and 
make a straight division. The records 
show certain things and the physical 
count shows the same things, so that 
the storekeepers assume that both are 
correct. They do not always care to 
reconcile the two records, and of course 
they also omit adjustments in operat- 
ing and construction accounts that 
might be involved in such reconcile- 
ment. 

On motion it was decided that this 
feature of the subject be considered by 
the committee and some action taken 
upon it at the next meeting. The under- 
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standing is that members who have 
suggestions to make will make them 
direct to the committee. 


Wednesday Session 


The first item on the Wednesday aft- 
ernoon session program was the pres- 
entation of the report of the committee 
on relations with other associations. 
This was made by M. W. Glover, Pitts- 
burgh, Pa., chairman. 


RELATIONS WITH OTHER ASSOCIATIONS 


The appointment of this committee 
was the result of an informal confer- 
ence in Atlantic City during the annual 
convention of the National Electric 
Light Association. A number of elec- 
tric railway accountants connected 
with light and power companies, mem- 
bers of the National Electric Light As- 
sociation, conceived the idea that it 
would be to the mutual benefit of each 
association to keep in closer touch with 
the accounting work of the other asso- 
ciation, with a view of promoting uni- 
formity in accounting practices relat- 
ing to railway as well as light and 
power accounts. The matter was then 
taken up with the accounting section of 
the American Gas Association, and 
after the matter was considered by the 
executive committees of the three asso- 
ciations the committee was duly ap- 
pointed and organized. 

Owing to the fact that the plan was 
not finally approved until August last 
and as meetings of certain committees 
of the accounting sections of the Na- 
tional Electric Light Association and 
of the American Gas Association had 
to be postponed, this committee has not 
done any active work, but it is hoped 
that during the coming year it will be 
possible to secure greater co-ordination 
in the accounting work of the three as- 
sociations and to promote cordial rela- 
tions between them. 

The report was submitted by M. W. 
Glover, chairman; I. A. May and L. T. 
Hixson. 

Mr. Glover’s report was followed by 
the reading of a paper on “The Budget 
—Its Preparation and Administration,” 
by Harry A. Snow, assistant comptrol- 
ler the Detroit Edison Company. This 
‘paper had been presented at the Atlan- 
tic City convention of the N.E.L.A. last 
spring, where it made such a good im- 
pression that President F. E. Webster 
invited Mr. Snow to repeat it before 
the Accountants’ Association. In intro- 
ducing the speaker, Mr. Webster said 
that he had been operating under the 
budget system for two years and has 
found it of inestimable value. In his 
judgment the time will soon come when 
companies not now operating under the 
budget plan will find it of distinct value 
to do so. 

Mr. Snow’s paper was abstracted in 
outline in the Oct. 7 issue of the Elec- 
tric Railway Journal. He prefaced the 
reading by a statement that the paper 
was the result of the work of the budget 
committee of the N.E.L.A. accounting 
section, of which he was chairman. The 
work had been divided among sub-com- 
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mittees, all of which contributed their 
shares to the production of the paper. 
Further, it was written primarily for 
electric central stations, but should 
apply also to electric railways because 
the two utilities are not essentially 
different. 

In opening the discussion on Mr. 
Snow’s paper, Mr. Webster said that 
following the reading of the paper at 
Atlantic City it was found that many 
matters had been brought to light 
which were new. Questions were asked 
by those who had operated under the 
budget plan, to ascertain what Mr. 
Snow would recommend to overcome 
certain difficulties or what initiative 


he would suggest be adopted to safe- 


guard the future. 

Mr. Glover pointed out that the sub- 
ject of budgeting, particularly with 
reference to construction expenditures, 
has received more attention during the 
last few years than ever before. Even 
the federal government has taken up 
the idea. The West Penn Railways uses 
the construction budget and the opera- 
tion, or operating cash budget, as ex- 
plained by Mr. Snow. This company 
has not gone into-the details of the ma- 
terials and supplies budget, nor has it 
separated the operating from the cash 
budget. This will probably have to be 
done. The management of this com- 
pany would find it almost impossible to 
provide funds in advance as needed, 
without an elaborate budget system. 

There should be no fear, said Mr. 
Glover, that the plan outlined by Mr. 
Snow is too elaborate. While this sys- 
tem is designed for a large company, it 
can be used by the smallest one that 
requires money to carry on its business. 
Mr. Snow’s paper was not a theoretical 
discussion of something that may take 
place in some company, continued Mr. 
Glover, but it was the recital of actual 
facts. 

Another speaker said that the prac- 
tice of the company with which he is 
connected is to hold department heads 
responsible for their particular activi- 
ties. Each writes a monthly letter in 
which he sets forth the reasons for the 
variations between actual expenses and 
budget estimates. The statistical de- 
partment reports to the general man- 
ager, and to the budget bureau also. 

W. G. Nicholson, Omaha, Neb., said 
that he could not see how any company 
could proceed with construction work, 
or any other work, without forecasting 
revenues and expenditures for the 
period ahead. In Omaha the depart- 
ment heads report contemplated proj- 
ects to the general manager before the 
first of the year. He passes upon them 
and presents them to the board of di- 
rectors, with his estimate of the cost 
of carrying out these projects through- 
out the year. The accounting depart- 
ment at the same time gives the board 
of directors an estimate of the earn- 
ings and expenses, for the year and the 
probable amount of cash necessary and 
available. 

Mr. Snow was then called upon to 


answer the questions which had been - 


asked during the session. As to one on 
the reconciliation of cash receipts with 
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the statements of earning and expenses, } 
he said that the statement is put on a | 
cash basis first. That is, on accrued | 
items, such as taxes and interest, the | 
statement is turned over to the cash | 
basis. There are the two bases for | 
comparison, one the cash basis in which }— 
the checking is done with the cashier, | — 
and the other the bookkeeping basis on | 
which the checking is done with the | _ 
accountant. As to the amount of detail 
used in the analysis of expenses to | ~ 
check on ;the operating budget, the }~ 
budget is made up in the subdivisions | © 
supplied by the classification of oper- } 
ating accounts. Thus, the books them- 
selves will be in the proper shape to | 
check the estimates because the latter |)” 
were made to fit the books in the first |)/ 
place. If two men use the same sub- } 
account, involving two sections of the | 
estimate in one account, it might be |) 
desirable to divide that account into |j 
two, to facilitate checking. 

Taking up several special questions, | 
such as how often the budget should be |. 
revised, what should be.done if a }) 
favorable market were suddenly found } 
permitting a large stock of material to | 
be bought at a favorable price, and } 
the over-sale of stock in a campaign in 
which the company found itself sup- | 
plied with a large amount of money 
which it did not expect, Mr. Snow said 
that all of these matters can be taken | 
care of by the fact that the budget is | 
not an unalterable law. Budgets must 
be revised to meet new conditions. 

The discussion of Mr. Snow’s paper 
closed with a motion that the paper 
be published in a separate pamphlet so 
that the members can have copies as 
promptly as possible. The meeting 
then adjourned with a vote of thanks 
to Mr. Snow for his paper. 


Thursday Session 


The first business at the closing ses- 
sion of the convention, on Thursday, | 
was the presentation of the report of © i| 
the committee to represent the Ac- | 
countants’ Association at the annual 
convention of the National Association 
of Railway and Utility Commissioners. 
This was done by W. L. Davis. 

The committee reported that copies of 
the report of the chairman, dated Oct. 
17, 1921, had been distributed by the sec- 
retary some time ago. This report out- 
lined in a general way the subjects 
discussed during the commissioners’ 
convention. If the work of the com- 
mittee is continued, it will be possible 
not only to keep the Accountants’ Asso- 
ciation advised of the proceedings of — 
the commissioners’ convention but will 
also afford opportunities to anticipate 
accounting requirements and to devise — 
ways and means to avoid some of the © 
difficulties incident to analysis of rec- 4 
ords pertaining to prior years. Among 
the topics considered by the Atlanta 
convention of the commissioners, the | 
following are of special interest: Spe- 
cial rates and special compensation for 
temporary or “risk” service furnished 
by electric railways; lower fares for 
regular riders; general use of one-man 
cars; possible recommendations for a 
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standard classification of accounts; 
various elements entering into valua- 
tion, particularly in connection with 
arbitrary items. 


PAST-PRESIDENTS HONORED 


After the discussion of the above re- 
port, President Webster turned the 
meeting over to W. F. Ham, Washing- 
ton, D. C., who was first presented with 
a past-president’s badge. 

Mr. Ham reviewed briefly the his- 
tory of the association, beginning with 
the Cleveland meeting of 1897. At this 
meeting there were about eighteen pres- 
ent, of whom Mr. Ham was one. At 
that time there was no standard ac- 
counting system, although attempts 
had been made to formulate one. A 
committee on standard classification 
was appointed, with Mr. Ham a mem- 
ber. He has been on this committee 
continuously ever since. The classifi- 
cation was in due time prepared and it 
has stood substantially in the original 
form ever since. 

During the twenty-five years of its 
history, said Mr. Ham, the association 
has. done a great deal to dignify the 
position of the accounting officer and 
increase the value of the work of the 
accounting department. 

Mr. Ham then took up the list of 
past-presidents, the oldest of whom in 
point of service, and still living, is 
H. L. Wilson, treasurer Boston Ele- 
vated Railway. A communication from 
Mr. Wilson was read. 

George B. Willcutt, San Francisco, 
Calif., who read Mr. Wilson’s letter, 
referred to accounting in the early days 
in California, where the system of 
accounting was a mongrel affair. Ques- 
tions involving relations with the city 
necessitated a more permanent system 
of accounts. Mr. Willcutt worked up a 
system based on the steam railway sub- 
divisions, as called for by the Railroad 
Commission, which the steam railroads 


then adopted. 


Next a telegram from H. C. Mackay, 
Milwaukee, was read. This stated that 
a merger of several public utility prop- 
erties with which Mr. Mackay was 
connected prevented his attendance. It 
was brought out that Mr. Mackay, as 
well as Past-President C. N. Duffy, who 
was not present to receive his badge, 
were members of the classification com- 
mittee of the early days. 

A letter from F. E. Smith, Fort 
Myers, Fla., and telegrams from W. B. 
Brockway, Portland, Maine, and C. L. S. 
Tingley, Philadelphia, Pa., were also 
read. 

Mr. Ham next presented the badge 
to P. S. Young, Newark, N. J., who 
in response predicted a much greater 
field of usefulness for the accountants 
than ever. The accountant has, he 
in the mechanics 
thas been 
depended upon in that branch of 
his profession. Today he is depended 
upon for much more than the mere 
mechanics of the profession. His advice 
has come to be sought by the manage- 
ment upon economic questions and 
upon the financial questions that arise 
in the business, as well as on many 


. 
| 


| 


_ ments. 
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questions of operation. This has come 
about naturally and without undue 
forcing of opinions on the men who 
have been responsible for the operation 
of large properties throughout the 
country. 

The era of regulation, said Mr. 
Young, has brought about many ‘prob- 


lems never thought of in the early days.. 


The accountants in the industry should 
take part in the solution of these eco- 
nomic and financial problems which 
must be met. The accountant should 
bring before his management the ne- 
cessity for adequate results, prepara- 
tion, sound. financing and good public 
relations. Accountants should urge the 
distribution of securities among their 
customers. This will improve relations 
between the public and the electric rail- 
ways. 

Mr. Young closed by recommending 
that the paper by Mr. Dreyfus, pre- 
sented before the joint session with the 
engineers on Tuesday, should be pre- 
sented before joint conferences of ac- 
counting men and engineers in each 
company, for, he said, there is a great 
deal to be done in linking up the 
accountants with the other depart- 
The more they know of each 
other, the better and more useful they 
will be to each other. 

Mr. Ham emphasized what Mr. 
Young said. He also impressed on the 
association the need for depreciation 
charges. In the early days of the busi- 
ness, he said, there was no accounting 
for depreciation nor any provision for 
it, because it was a subject that was 
not well understood. One of the great- 
est activities of this association will 
probably be to work out proper sys- 
tems of accounts for depreciation. The 
Accountants’ Association, in conjunc- 
tion with the public relations commit- 
tee of the parent association, is work- 
ing with the Interstate Commerce Com- 
mission in the endeavor to establish 
proper rules for depreciation. 

A badge was next presented to M. W. 
Glover, Pittsburgh, who referred to the 
early meetings, particularly the 1897 
meeting held at the Hollenden Hotel, 
Cieveland, at which H. H. Windsor, 
Chicago, Ill., presided, and M. W. Hall 
Camden, N. J., was elected permanent 
chairman. At this meeting Mr. Wilson 
was elected president. The first meet- 
ing after organization was held at 
Niagara Falls in October, 1897. In 
1906 the name of the association was 
changed from “Street Railway Account- 
ants’ Association of America’ to 
“American Street and Interurban 
Railway Accountants’ Association.” 
Mr. Glover deplored the apparent lack 
c- interest in the work of the associa- 
tion as evidenced in the small attend- 
ance at the meetings, and Mr. Ham 
also felt that there is not the life and 
influence in the work that there was in 
the earlier years. Of course, he said, 
everything was new then and it was 
possible to get up a couple of hours’ 
discussion on some practice which was 
now uniform. 

T. P. Kilfoyle was the next past- 
president to be honored with the pres- 
entation of a badge. He responded 
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briefly, emphasizing the fact that those 
who are active in the association get a 
great deal more out of it than they 
put in. 

Mr. Ham then presented a badge to 
Retiring-President Webster, who in re- 
sponding reviewed the work of the year 
and called upon Walter Shroyer for 
the report of the committee on resolu- 
tions. Next, on motion of the nominat- 
ing committee, the following were 
elected for the ensuing year: President, 
W. G. Nicholson, secretary and auditor 
Omaha & Council Bluffs Street Rail- 
way, Omaha, Neb.; first vice-president, 
E. M. White, Binghamton, N. Y.; sec- 
ond vice-president, L. T. Hixson, Indi- 
anapolis, Ind.; third vice-president, 
Wallace L. Davis, Allentown, Pa.; sec- 
retary and treasurer, James W. Welsh, 
New York, N. Y.; executive committee, 
J. J. Duck, Chicago, Ill.; F. J. Davis, 
Newark, N. J.; Walter Shroyer, Ander- 
son, Ind.; L. E. Lippitt, Auburn, N. Y. 
After brief remarks by those of the 
incoming officers who were present, the 
convention adjourned. 


Conference on Electric Railway 
Track in Paved Streets 


AVEMENT construction for streets 

containing street railways and the 
character and the amount of pavement 
deterioration due to effects of street- 
car traffic were considered at a confer- 
ence of street railway and paving engi- 
neers held at the Philadelphia Engi- 
neers’ Club on Oct. 9. Location of 
utilities in streets; design of street rail- 
way track structure; paving and drain- 
age of streets for street-railway traffic; 
and the extent to which pavement is 
affected by street railway traffic, were 
the nominal subjects for discussion. As 
a matter of fact remarks often wan- 
dered afield into pavement design in 
general and the effect of heavy truck 
traffic on pavement. 

Theoretically the perfect locations in 
the streets are as follows: Street rail- 
ways in the center and all other 
utilities at the sides or under the side- 
walks. It was agreed that wherever 
possible this plan should be followed in 
new construction. In extensions of 
streets into outlying territories being 
developed, many cities are now locating 
all sub-surface utilities at the sides, 
leaving the center clear of structures 
other than the railway track. This 
clean-cut separation is less practicable 
in built-up sections and particularly in 
the older heavily built-up business sec- 
tions of the larger cities, but even here 
consistent effort can do much. In Phila-- 
delphia, even in the older and narrower 
streets, many of the utilities other than 
street railways are, as they are rebuilt, 
being located at the street sides; on 
occasions) space has been condemned to 
accomplish this relocation. 

Opinion on track design ranged from 
the advocacy of perfectly rigid con- 
struction on a massive concrete base 
to flexible construction on ties an1 
ballast. The street railway engineers 
were reluctant to concede that the 
track or car traffic had any consider- 


‘able deteriorating effect on the pave- 
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ment and the city paving engineers 
contended that they were prime causes 
of pavement destruction. Many exam- 
ples of pavement failure attributed to 
the action of street railway track were 
cited and shown by pictures. Failures 
developed first at joints, and more par- 
ticularly at crossings which were ap- 
proximately at right angles. From 
these points they progressively spread. 
As explained by the city paving engi- 
neers, the vibration of the rails at 
joints and crossings is the cause. 
While assenting to the claim that 
poor track construction contributed to 
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pavement failures the street railway 
engineers pointed out that many of the 
poor details of such practice had been 
or were being corrected and there was 
considerable promise that the future 
would show decidedly improved results. 
They insisted, however, that corre- 
spondingly better paving structure was 
needed. With modern truck loads, 
there should be thicker pavement, bet- 
ter foundations, and far better drain- 
age. Indeed it was the general attitude 
of the conference that paving practice 
generally had to be advanced to meet 
the present traffic loads and speeds. 


Notes on French Car Design 


Paper by Prominent French Railway Engineer Before French Railway and 
Automobile Association Outlines Standards and Analyzes Conditions 
for Satisfactory Service as Far as Design Is Concerned 


HE interest of equipment men in 

standardization of electric railway 
cars, as evidenced by the report of the 
Engineering Association committee on 
unification of car design and the dis- 
cussion on the report at the Chicago 
convention, makes timely a reference 
to the paper by M. Castaing, read at 
the 1921 convention of the Union des 
Voies ferrées d’intérét local et des 
Transports publics Automobiles de 
France. The author is chief engineer 
of traction of the unified transportation 
system in Paris. 

M. Castaing states that the commit- 
tee on standardization of rolling stock 
of the French association recommended 
five types of motor cars and four types 
of trail cars, all possessing the follow- 
ing characteristics: 

1. Necessity of more than one en- 
trance step is obviated, and 

2. Large entrance openings are pro- 
vided to facilitate interchange of pas- 
sengers. These are closed by double 
sliding doors. (On the Paris system 
the opening width is more than 5 ft.) 

The dimensions of these cars are 
given in Table I. Types A to E are 
motor cars, F to I trailers. 

Bodies of the type D Paris cars are 
constructed entirely of wood, which the 
author considers preferable to steel 
construction because of the greater 
ease in making repairs. He states that 
in Paris, for example, there is an aver- 
age per week of more than ten colli- 
sions for each 100 cars in service, but 
it is possible to keep from 82 to 84 per 
cent of the motor cars and more than 
90 per cent of the trail cars in good 
condition and ready for operation at all 
times. The weight of the standard D 
car as compared with the safety car 
built by the Osgood Bradley Car Com- 
pany of Worcester, Mass., as described 


in the Electric Railway Journal for 
May 15, 1920, is given by the author in 
Table II, 

The Paris company has been making 
experiments to determine possibilities 
in the way of weight reduction and has 
built an experimental car which it is 
thought will reduce the weight 25 per 
cent as compared with other cars 
owned by the company of the same 


TABLE II—COMPARISON OF CAR WEIGHTS 
(All weights in pounds) 


Weight Paris D Type Safety Car 
Car and equipment..... 31,450 17,500 
Electrical equipment... . 6,400 Byes 
Underground plow...... 88025 tas St 
Car without equipment . 24,200 15,500 
Beats,. (2043.02 ae 49 32 
Weight per seat........ 495 485 


capacity, and at the same time reduce 
the dead weight on the axles. One way 
by which it is accomplished is by the 
abandonment of the truck. The car has 
four wheels and two axles, each axle 
being driven by a separate motor whose 
armature shaft is parallel with the side 
of the car and drives the axle by double 


gear. The motors are attached to the 
car frame, as are the journal box 
springs. The main dimensions follow: 
‘Wiheelbaser sso anal tre hoa eee 11 ft. 10 in. 
Length over all os tae 35 ft. 
Widther aes. eee 6 ft. 7 in. 
Number of passengers..............- 49 


On the subject of suspension the 
author points out that the functions of 
this are to assure by its flexibility the 
comfort of the passengers and the 
preservation of the body, truck and 
equipment, against the dynamic shocks 
from the track. Most of these effects, 
which depend upon the state of the 
track and the speed of the car, must 
be absorbed by the spring system. At 
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the same time there must be sufficient 
stability to prevent oscillations due to 
inequalities in the track. 

The contradictory requirements must 
be harmonized, on the one hand by the 
judicious choice of the total deflection 
which the car may make and particu- 
larly the selection of proper flexibility 
of the springs; and on the other hand 
by the proper choice of the type of sus- 
pension, of such dimensions of the car 
as wheelbase, total length and position 
of the center of gravity, and by deter- 
mining carefully the points of applica- 
tion of the several springs. 

The choice of the ratio of the dead 
suspended weight to the useful load 
has a direct influence on the flexibility 
and stability of the empty vehicle. In 
one car with a rigid wheelbase which 
was carefully studied this ratio was be- 
tween 34 and 4. For motor cars with 
two trucks this can be as low as 3 or 
3%. For trailers the ratio is necessarily 
lower, on account of the relative light- 
ness. 

It is desirable to secure the maxi- 
mum value for the ratio of the dead 
suspended weight to the dead total 
weight. In one motor car carefully 
studied this was about 85 per cent. For 
trailers this value can easily be ex- 
ceeded. This ratio is affected by the 
weight of the assembled wheels, axles 
and springs, to which there must be 
added for motor cars the weight of one 
motor, because as a first approximation 
it may be assumed that one-half of the 
weight of each motor is suspended, the 
other being supported by the axle. 

Further for stability the maximum 
value of ratio of length of body to 
wheelbase is about 3, being limited by. 
the risk of creating a teetering motion 
which can only be prevented by dimin- 
ishing the total deflection and therefore 
the “suppleness.” 

The choice of the total deflection 
under load of a tramway car is very 
important, since on its value depends 
in great part the flexible quality of the 
suspension. It is variable with the type 
of .suspension employed, according to 
whether the suspension is one compris- 
ing entirely helical springs or elliptic 
springs or a combination of these. A 
suspension consisting entirely of helical 
springs gives a total deflection neces- 
sarily smaller than all other types, on 
account of the necessity of limiting the 
oscillations inherent in this type of sus- 
pension. For one vehicle carefully 
studied, of which the useful loads 
varied between 8 and 4 tons, the 
total deflection under load may be of 
the order of 2.4 in. for a suspension 
entirely made up of helical springs, and 
4 in. for a mixed suspension or one 
with elliptic springs. 


@ TABLE I—MAIN DIMENSIONS OF STANDARD FRENCH 


Types of Car A 
Length over bumpers......... 3) ites 3 in: 
Le Fel aN Pat Heide aaocin ocho On aistomne 6ft. Zin 
Height....... BOAR Pe 3 SAR eo adot ib 10 ft. 2in 
Wheelbase of single truck.............. 9 ft. 10 in 
Distance between truck centers.........  ......-.-- 
Wheelbase of double truck....,......05.00 cst eecnee 
Muamrbétyol seats. - 50055 cndcanior eee 36 or 40 
Nommberiaimotors.. ts lente eae lor 2 
Capacity of each motor................ variable 
Total weight empty, tons.............. 10. 


B Cc D E 
31 ft. Vin. 374... Win) 3746. Line 41,.46,. San: 
6%t. Jin. 6ft. Zip. © 6ft. Jin... 6 ft. 7in 
10ft. 2in. 10ft. 2in. 10ft. 2in 9 ft. 10 in 
fh 40in, 1hSt10in: Fl ft, 10 ee 
SRR a Bee a Se SE 23 ft. 9in 
1 ie eee Ca. a le AER en Se 3 ft. 11 in 
44 49 49 or 50 54 
2 60 i 60 re 60 if 
60 hp. p. Pp. Dp. 
13.8 15.8 15.8 20.5 


CARS 


F G H I 
27 ft. 8in. 28ft. 6in. 28ft. llin. 40 ft. 4 in. 
6ft. 7in 6ft. Zin 6ft. Zin 6ft. 7 in. 
10 ft. 2in 9ft. 6in. 9ft. 10in. 9 ft. 10in. 
9 ft. 10.in.y . 9 ft. 10 ins 9 ft. 10in, Se ee eee 
PRS Ne rere a en 23 ft. 9in 
Bei RT a ROI eS Le, ee 3 ft. Il in 
36 or 37 46 48 57 
456 Aba Nee 6.8 ae © aye.) 
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Public Utility Securities* 


Conditions Improving, but More Detailed Reports Are Urged—Comments on 


Legislation and 


Other Conditions 


By JOHN A. PRESCOTT 


Chairman of Committee of Public Service Securities, 
Investment Bankers’ Association of America 


URING the last two years there 

has been marked improvement in 
he demand for public utility securities, 
hich, coupled with declining interest 
ates, has resulted in a broader market 
nd higher prices. This has affected 
ot only senior issues, like funded obli- 
ations, but also junior issues even to 
ome of the more speculative classes, 
lortgage bonds, and even preferred 
tocks, of the best established com- 
anies can now be sold with compara- 
ve facility, although in case of pre- 
arred stocks still at relatively high 
jst. With very few exceptions, how- 
yer, common stocks are difficult, if not 
npossible, to market. Thus, the finan- 
al problem is still the overshadow- 
iz one. 
As we indicated in our May reportf, 
e believe a much larger proportion of 
pital than has been the practice in 
cent years should, to accord with 
und principles, be hereafter supplied 
y junior financing. It is very gener- 
ly understood that if mortgage bonds 
*e to be readily sold they must be pro- 
cted not only by a sufficient equity or 
argin of security, but also by a satis- 
etory margin of divisible income. It 
not so well understood, by the public 
least, that if a preferred stock is to 
» readily sold it also must have be- 
nd it a margin of security and of in- 
me adequate to give it a high degree 
safety and reasonable assurance of 
ntinuity of dividends. 
Capital for the final equity or com- 
on stock should be obtained primarily 
3 the people of the community 


ich is to enjoy the service, but if. 


nditions should be such that it can- 
t be obtained from them, it must be 
ught in other money markets. In- 
stors in such markets can receive no 
rect benefit from the development of 
e utility service itself and must, 
erefore, be attracted by safeguards 
their investment and yields such as 
Il seem attractive to their eyes, as 
mpared to other similar investment 
portunities. 

Protection of the security and income 
the capital invested in the final equi- 
Ss, or common stocks, of public utili- 
is evidently must be, as it should be, 
> fundamental factor in the develop- 
mt of public utility service. Where 
sh conditions have existed and com- 
nies have, therefore, been able to 
ild up sound financial structures, in- 
stment bankers have felt safe in sup- 
ying common stock capital. As such 
otection and conditions become more 
despread new sources of such capital 


— 

Abstract of a portion of a report relat- 

to electric way securities, presented 
e annual meeting of the Investment 
cers’ Association of America, Del 
ite, Cal., Oct. 10, 1922. 

: genres: in Electric Railway Journal, 
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will be found and drawn upon by in- 
vestment bankers and customer owner- 
ship will become increasingly common. 

An increased confidence of investors 
in public utility securities will accrue 
from the dissemination of more com- 
plete and comprehensive information 
concerning the economies of the public 
utility business. A careful study of 
annual reports, circulars and statistical 
manuals discloses a marked improve- 
ment in recent years in this direction. 
We believe that co-operative effort on 
the part of the industry, investment 
bankers, and publishers of statistical 
and rating manuals will bring about 
still further inprovement. Much addi- 
tional data are really available because 
many states require the filing of com- 
plete operating and statistical reports. 
These data require only to be made more 
accessible. Perhaps the greatest need 
for more complete information is with 
regard to so-called holding companies. 
These are often very large and their 
relations with their operating com- 
panies are sometimes very complex. 
Full information necessary to a com- 
plete disclosure of their financial con- 
dition often would be very detailed and 
voluminous, but the fact that such in- 
formation is furnished by some of them 
indicates, in the opinion of your com- 
mittee, that there are no serious ob- 
stacles to its disclosure by all. We be- 
lieve that any such company which 
seeks capital from the investing public 
should make available and readily ac- 
cessible all information and data per- 
taining to both the holding company 
end subsidiaries necessary for a thor- 
ough study of earnings, expenses, main- 
tenance expenditures or reserves, fixed 
charges, dividends, assets, capitaliza- 
tion and liabilities. Without these an 
appraisal of the real worth of its securi- 
ties would not be possible. 


MissourI CONSTITUTIONAL CONVENTION 


The constitutional convention in ses- 
sion for some time past in Missouri is 
attempting to draft a new constitution 
for submission to the voters of that 
state. Among the proposed provisions 
of interest to investment bankers are 
those for taxation and the authoriza- 
tion and limitation of municipal indebt- 
edness. 

The provision for taxation includes 
the classification of property with a 
view to a more equitable distribution 
of the burdens of taxation. 

Some of the provisions for the au- 
thorization and limitation of municipal 
indebtedness are to the following effect: 

1. The pledge of the general credit 
of a municipality for general purposes 
is limited to 5 per cent of the assessed 
valuation. 

2. The general faith and credit of the 
municipality may be pledged for 5 per 


cent additional for the purpose of con- 
structing or acquiring public utilities, 
commonly supposed to be self-sustain- 
ing. 

3. Additional indebtedness may also 
be incurred, without, however, the 
pledge of the faith and credit of the 
municipality, for the purpose of financ- 
ing publicly owned utilities, the secur- 
ity being in such case the utility prop- 
erty constructed or acquired and the 
revenue which may be derived there- 
from. 

Some of these provisions suggest in- 
teresting questions concerning munici- 
pal credit. In the cities of some other 
states, perhaps because of the tax- 
exempt features of municipal bonds and 
the consequent ready market for them 
since tax burdens have become so 
heavy, there has appeared a rather 
alarming tendency, encouraged prob- 
ably in some cases by political exigen- 
cies to pile up municipal indebtedness 
for many purposes, including raising 
funds to acquire or extend utilities 
which seemingly might be carried on 
as well or even more economically by 
private enterprise. It is a serious ques- 
tion how far such tendencies may be 
indulged without seriously affecting 
municipal credit as a whole. Capital 
absorbed for such purposes ceases to 
be a subject for taxation and increases 
in proportion the tax burdens of other 
property or reduces public revenue. 
The withdrawal of so much capital 
from productive industry serves also to 
menace industry and make industrial 
financing more expensive. It is not 
sufficiently appreciated how intimately 
and adversely such conditions affect the 
welfare of every individual citizen re- 
gardless of his vocation or station in 
life. 

Whatever the correct conclusions as 
to these questions may be, these tend- 
encies suggest extreme caution on the 
part of investment bankers in consider- 
ing securities issued for such purposes. 
Should not the investment banker be as 
particular to examine into the feasibil- 
ity and self-sustaining capacity and the 
character of administration of such 
publicly owned enterprises as he would 
be if he were considering the securities 
of a privately owned corporate enter- 
prise? 

There have been cases where admin- 
istrations have operated utilities, such 
as waterworks, for years without pub- 
lishing operating statements. When 
such operations finally have been inves- 
tigated they have been found frequently 
not to be self-sustaining. Such dis- 
closures have brought surprise and 
shock to the tax-paying public, and 
sometimes impaired municipal credit. 
We believe that taxpayers and invest- 
ment bankers both should insist that 
municipalities at least adopt thorough 
accounting and sound financial methods 
if they are to own and operate public 
utilities, so that the public served and 
investors both may be able to ascertain 
the results of such operations and to 
judge whether they are economically 
managed. 
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Public utility bonds are already legal 
investments for savings and trust funds 
in twelve states. For some time it has 
been felt generally that savings banks 
in other states should logically be ex- 
tended the privilege of purchasing gilt- 
edge utility bonds which are generally 
ecnceded to constitute one of the safest 
classes of investment securities and 
which yield on an average a somewhat 
higher rate of return than legal rails. 
A joint committee of the National Con- 
ference of Mutual Savings Banks and 
the National Electric Light Association 
was appointed last December to con- 
sider this question. A member of our 
committee is serving on that joint com- 
mittee. The joint committee has held 
a number of meetings and at the con- 
vention last spring of the National Con- 
ference of Mutual Savings Banks a ses- 
sion was devoted to discussion of this 
subject. It is hoped that substantial 
progress will be made during the com- 
ing winter. 


IN GENERAL AND IN CONCLUSION 


It would be strange indeed if the pub- 
lie utility industry, unlike all other 
forms of business enterprise, should 
have emerged from the upheavals of 
the great war with no changes in the 
conditions of its existence, no new prob- 
lems to confront it. Like others it was 
obliged to meet higher operating costs 
and heavier taxes with reduced income. 
The large increase in the number of 
private automobiles in operation and 
jitney and auto-bus competition have 
made inroads into the patronage which 
the electric roads would otherwise have 
enjoyed, and the construction of paral- 
lel hard surfaced roads will probably 
further, and sometimes wastefully, mul- 
tiply transportation facilities and divide 
the available business. New capital, or 
capital to meet maturing bond issues, 
has been and is still unduly costly to 
all public utility companies, because 
their securities must compete in the 
money markets with an enormous vol- 
ume of tax-free municipal bonds. It 
has been authoritatively stated that 
more than one billion dollars of such 
tax-exempt securities were issued in 
1921. 

On the other hand, these adverse and 
discouraging conditions seem likely to 
be overcome by favorable and encour- 
aging ones. Costs have declined con- 
siderably and gradually improving gen- 
eral business conditions are bringing 
some increases in earnings. The prac- 
tical experiences and lessons of the war 
and its aftermath seem to have done 
much to clear the atmosphere and bring 
about a more widespread popular un- 
derstanding of the value and necessity 
of the services supplied by the public 
utility companies, the advantages of 
private ownership and operation under 
sane public regulation, and the eco- 
nomic and financial conditions under 
which efficient and satisfactory service, 
keeping pace with public demand, alone 
is possible. The present practice of 
many utility managements of frankly 
discussing the problems of the industry 
with its patrons is stimulating public 
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confidence and good will. There is a 
growing recognition of the real mutual- 
ity of interest between the companies 
and their patrons. To paraphrase a 
recent statement of the president of 
one of our most successful railroad 
companies: 

1. The customer’s attitude toward a 
public utility can now be guided and 
made informed and friendly. 

2. Satisfied customers now can be 
used to build up good will. 


3. Pleased customers will voluntarily 
help a utility to get new business. 


This better mutual understanding al- 
ready has enabled the managements to 
eliminate much useless expense and 
many artificial obstructions to efficient 
operation, and has removed much of the 
uninformed popular objection to ade- 
auate rates. It certainly will bring 
many other practical and profitable ad- 
vantages, including improved credit. 
Investment bankers will naturally give 


Rehabilitation of Electric Railway Tracks* 


An Account of How the Eastern Massachusetts Street Railway Has Improve | 
Its Tracks, with Special Reference to Drainage—This Company Operates — 
700 Miles of Track, One-Half Each in City and Country 


By FRANK B. WALKER 
Chief Engineer of Maintenance of Way, 
Eastern Massachusetts Street Railway, Boston, Mass. 


HE tracks of the old Bay State 
System prior to its reorganization 
June 1, 1919, had not been adequately 
maintained and, when the public trustees 
took charge of the property on that 
date, an elaborate program of rehabili- 
tation became necessary. This system 
covers the eastern section of Massa- 
chusetts from the Merrimac Valley on 
the north to Fall River on the south, 
but with very little mileage in Boston 
proper. We operate about 700 miles, 
of which half comprises country lines 
and the other half paved city lines. 
The country lines are constructed for 
most part alongside town roads and 
state highways. When rehabilitation 
work was started, the tracks were low 
and badly drained, the ties were in poor 
condition, the rails were out of line, 
surface and gage, and the joints were 
low battered and pounding. 
During the three years 200 miles 


~ 


WELDED AND GROUND JOINT IN 60-LB. RE- 
LAYED TEE-RAIL IN HAVERHILL 


have been overhauled and_ recon- 
structed, which, together with about 
50 miles previously in good condition, 
gives us now about 250 miles of good 
country track and leaves less than 100 


*Abstract of paper read before Boston 
Society of Civil Engineers, Sept. 20, 1922. 
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great weight to such favorable cond 
tions in considering public utility finan¢| 
ing. 1 jl 

As has been stated in previous rel) 
ports, this committee has faith in thi 
fundamental soundness of the publi 
utility business, including gas an} 
transportation as well as power an/ 
light. There is an insistent and, we be 
lieve, permanent demand for the serv 
ices it renders. We expect that publij 
utility credit will be soon establishej} 
upon a basis of greater permanency anijj) 
stability than ever before. As in othe 
industries, there will be exceptiond 
situations; and discrimination and soun| 
judgment will be required. But thi 
solution, of the impending financi4| 
problems of the public utility con’ 
panies will, in our opinion, afford in 
vestment bankers opportunities for bot} 
constructive public service and profil 
and will demand the assumption «i 
duties and responsibilities from whic) 
they should not shrink. 


miles for 1923, when we plan to con} 
plete our program. / 

The city track was in better cond} 
tion than that in the country, but coi} 
siderable work was necessary on thi 


also. We have entirely reconstruc 


New TYPE oF RAIL BENDER DEVELOPED 1]|| 

EASTERN MASSACHUSETTS STREET RAIL-| 

WAY FOR USE IN REHABILITATING 
GIRDER AND TEE-RAIL TRACK 


40 miles and made substantial repail 
of much more, in addition to complete) 
renewing 700 pieces of special trae) 
work, such as curves, frogs, switch 
and mates. 
On both classes of track we ha) 
installed nearly 400,000 ties, ground # 
surface of 75,000 joints and the ea 
rugation from the top of about 120,0! 
lin.ft. of girder rail in paved streets. 
In the rehabilitation work special a 
tention was given to drainage. Trac) 
were raised out of the mud, 6 to 181 
of good gravel ballast was put in, t 
backfill was cleaned off above the t 
by making full open section where pot) 
sible or half open in other places, a 
deep side ditches and offtake ditch 
were dug. In this work we were 
sisted materially by co-operation wW 
city, town and state highway enginee’ 
The drainage of city tracks was 4 
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STRETCH OF TRACK ON THE LOWELL-READING LINE, 
SHOWING METHOD OF DRAINAGE 


\plished largely by raising the tracks 
and installing additional track catch 
basins. 

Special attention was given to ties. 
On country lines we use a chestnut tie 
untreated, and paved tracks are retied 
with yellow pine treated with 10 lb. of 
creosote oil. 

Country tracks are ballasted with 

at least 6 in. of good clean gravel and 
city tracks with at least 6 in. of broken 
stone. The subgrade is rolled and the 
stone ballast rolled before the track is 
laid. The best country lines are laid 
with 75-lb. A.S.C.E. rail, with welded 
joints, and paved tracks with 7-in. tee 
91-lb. or 9-in. girder 104-lb. rail. The 
7-in. tee is the standard and is used 
wherever the depth of paving will per- 
mit. Tie plates are used on all paved 
tracks. 
_ All tracks, city and country, over- 
hauled or rebuilt have all joints welded 
and ground. For the past two seasons 
we have used the metallic electrode arc 
method of welding and so far there has 
not been a failure. While plates and 
rails have broken, the breaks do not 
total 2 per cent of the total joints 
welded and are probably due to tem- 
perature stresses or defective rails -or 
plates. Expansion joints are put in 
750 ft. apart on open tracks. ; 

In repairing a joint on old rail, we 
first renew the ties, then clean the 
plates of scale and rust and replace 
them with bolts or clamps, then bend 
the rail slightly above the proper sur- 
face with a sturdy rail bender of our 
own design, retamp the ties, weld on 
the plates, surface weld the cup if there 
is one, and then grind the surface with 
a rotary or reciprocating grinder. 

New rail is welded in the same way 
except that no vertical bender or sur- 
face welding is needed. We do very 
little bonding at rail joints, as the 
welding serves to carry the negative 
current satisfactorily. 

Our seam welders are of the dyna- 
motor or motor generator type, using 
20 volts and about 150 amp. Our 
surface welders are of the resistance 
type. Of grinding machines we use 
two general types, rotary and recipro- 


cating. Of the rotary machines, with | 


14-in. emery wheel and 5-hp. mo- 
tor, we use about thirty. Of the 
reciprocating type with four carborun- 
dum bricks moved back and forth over 
the rail by a 5-hp. motor, we have ten, 


J 
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and they are used for grinding cor- 
rugation from the heads of rails and 
on surfaces of joints of new rails. The 
rotary machine will grind fifteen to 
thirty joints per day, and the recipro- 
cating machines 200 to 400 ft. of cor- 
rugated rail. 

In general, I would say that better 
work must be done on street railway 
tracks than ever before. This means 


‘close attention to details and building 


up of proper morale of the men. The 
men must also be trained in the best 
way of doing work.- Last December, 
January and February we conducted a 


SAMPLE OF TYPE OF TRACK Now Brine LAID BY THE EASTERN 
MASSACHUSETTS STREET RAILWAY 


winter track school, in which we at- 
tempted to train 125 of our engineers, 
roadmasters and foremen. [Illustrated 
lectures each morning were followed 
in the afternoon by shop work. The 
results amply repaid our efforts. 

On our property we are already notic- 
ing considerably decreased maintenance 
costs in the track due to the fact that 
more light-weight cars are being oper- 
ated. We are also experiencing a de- 
cidedly decreased maintenance cost in 
the rolling stock department, amount- 
ing to at least $100 per car per year, 
due to the work of rehabilitation. 


Modern Improvements in Rolling Stock* 


The Author Contrasts Electric Railway Car Practice in Great Britain and 
America, and Suggests that Radical Means May Be Required to 
Overcome Defects—At the Same Time the Tramway 
Is Far from Obsolete 


By C. J. SPENCER 
General Manager London Group of Tramway Companies 


N A PAPER presented before a 
recent congress of the Tramways 
and Light Railways Association (Eng- 
land) the writer drew attention to 
the fact that while in America on a 
visit in 1919 he had noted very great 
changes in the design of rolling stock 
as compared with an earlier visit in 
1903, yet in England little or no change 
had taken place, the type of car and its 
equipment being almost identical with 
that in use twenty years ago. 
Probably the reason for this is to be 
found in American method and psy- 
chology, as compared with British 
methods and practice. The American 
tramways engineer is adaptable to 
changing circumstances and is gener- 
ally a great believer in scrapping roll- 
ing stock for new types whenever 
possible, in contrast to the more con- 
servative policy of the European. 
Which of these is the better policy it 
is difficult to say. As in most things 
moderation is desirable. I should be 
the last to contend that the English 
type of car is the best and that it is 
not open to considerable improvement. 
The last ten years have seen a re- 
markable development of the rubber- 


*Abstract of paper read at convention of 
Union International de Tramways, de Che- 
mins de fer d’Intérét local et de Transports 
Publics Automobiles, Brussels, Oct. 2-6, 1922. 


tired road-borne type of vehicle, as 
contrasted with the rail-borne variety. 
Some enthusiasts have gone so far as 
to say that for street transport work 
there is no need for a rail and that the 
transport of passengers can be more 
efficiently undertaken with a rubber- 
tired vehicle, whether gasoline driven, 
or of the railless trolley type. 

I think, however, that among experi- 
enced transport men it is conceded that 
there is a proper field for both types; 
that they are not necessarily competi- 
tive and, in fact, may be complemen- 
tary. 

The tramcar is not, however, quite 
as popular as it deserves to be. The 
development of the newer vehicle has 
impressed the public and the station- 
ary period of evolution in tramcar 
design has seriously damaged its repu- ~ 
tation. The public draw comparisons 
unfavorable to the tramcar for reasons 
which, in the view of the writer, need 
not exist. It is said, for example, that 
a tramcar is a noisy and from a mod- 
ern point of view, a slow, cumbersome 
and inconvenient vehicle. 

A steel wheel running on a steel 
rail must inevitably create more noise 
than a rubber-tired wheel on an ordi- 
nary road surface, but I am not sure 
that we need have as much noise from 
this source as we have today if full 
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consideration was given to the merits 
of a wooden foundation as contrasted 
with a concrete foundation, with a pav- 
ing substance of wood or otherwise, 
with the object of deadening wheel and 
rail noises. 

In England all tramways have been 
constructed under a general act of Par- 
liament, 1870, which imposes upon the 
Tramway Authority the duty of keep- 
ing an almost perfect road level, and 
this has inevitably led to the construc- 
tion of a rigid concrete foundation and 
consequently a hard, non-flexible and 
noisy track. 

From observations in the United 
States I can say that any attempt to 
achieve the impossible, i.e., introduce 
a light railway on the highway without 
impairing the surface, is not under- 
taken there. 

The introduction of some non-con- 
ductor of sound and vibration between 
the tire and the wheel center or be- 
tween the wheel center and the axle 
would greatly improve matters. If by 
some means it were possible to isolate 
the short vibrations (noise) insepa- 
rable from the running of a steel wheel 
on a grit-covered steel rail, noise would 
be largely eliminated and the prema- 
ture destruction of many parts of the 
equipment by short wave vibrations 
would be obviated. On the first electric 
cars run in England (on the Blackpool 
Electric Tramways, opened in 1885) 
the motors were attached to the car 
body, the drive to the axle being by 
means of a double-reduction spur gear 
and an endless chain. While this de- 
sign was by no means ideal, the cars 
certainly ran much quieter, apart from 
the spur gear, than most cars do today; 
in fact, with a well-meshed spur 
mounted on the body the car was 
nearly noiseless. 


REDUCING WEIGHT OFFERS 
POSSIBILITIES 


Full attention has not been given to 
the possibility of reducing unsprung 
weight. For example, the wheels, 
axles, axle-boxes and half the weight 
of the motors represent a dead weight 
of 4,700 lb. on an ordinary four-wheel, 
fifty-passenger car, and this unsprung 
weight is hammering on a rigid base in 
some cases at a speed of 20 m.p.h. or 
more. It is not surprising that con- 
siderable damage is done to joints, 
points and crossings. 

Tramway operators might well ascer- 
tain whether the major portion of this 
unsprung weight could not be con- 
verted to sprung weight. Automobile 
engineers have managed to reduce un- 
sprung weight to a relatively small 
amount. 

Furthermore, by the employment of 
some of the modern high tensile steels, 
or other metals, much of the present 
weight of axle and wheel necessary to 
withstand the strain could no doubt 
be eliminated and thus facilitate the 
production of a really scientifically de- 
signed wheel and axle. 

It is difficult to understand why it 
should be necessary to carry more than 
half the dead weight of the motor, with 
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its accompanying heavy gears, on the 
car axle, and why the motor cannot be 
carried as sprung weight driving the 
car axle by some other means than a 
spur gear with the consequent elimina- 
tion of the noise inseparable from such 
heavy gears. 

This. also opens up the possibility of 
higher-speed motors (in consequence of 
higher gear ratios) which would mean 
lighter and cheaper machines. Some 
progress has certainly been made dur- 
ing recent years in the direction of 
lighter motors, but we are not yet near 
the limit of possibilities. A well-known 
firm of motor-omnibus builders is 
today employing an electric motor on 
its vehicles of a total weight not 
exceeding 25 lb. per horsepower output, 
whereas the lightest tramway motor I 
know of weighs about 70 Ib. per horse- 
power. 

Designs of a motor as low as 20 lb. 
per horsepower output have recently 
been considered by my companies. 


GETTING HIGHER SCHEDULE SPEED 


There is, of course, a limit to maxi- 
mum speed in the public highway be- 
yond which it is not safe, but that 
maximum in its turn is governed by the 
time taken to bring the car to a stand- 
still without unduly straining the 
equipment, or the passengers, in the 
process. The whole question turns on 
the employment of power brakes as 
contrasted with the present very unme- 
chanical hand brake, first used I believe 
on Roman chariots. A braking rate of 
4 to 6 ft. per second per second is a 
practicable proposition, and a rate at 
which cars could be brought to a stand- 
still in a very short distance without 
inconvenience to passengers. This, to- 
gether with better acceleration, would 
give an improved return to the under- 
takings, better service to the public 
and lower working costs on account of 
the higher average speed. 

The present acceleration of a tram- 
car is admittedly not inseparable from 
jerks. A steady high rate acceleration 
is very desirable, providing it is 
steady, but the present method . of 
series-parallel control does not lend it- 
self to this desirable feature. I would 
suggest that the subject of shunt 
motors, with an even acceleration cap- 
able of running at any economical speed 
up to the maximum, is worthy of con- 
sideration, with the possibilties of re- 
generation of current. 

Regenerative control was, in my 
view, just a little ahead of time. I had 
some very interesting results from ex- 
periments with Mr. Raworth’s system 
some years ago. From the operation 
side the system was successful and 
practical in every way. The net cur- 
rent consumption of the cars fitted 
with this control was from 25 to 30 
per cent less than the ordinary equip- 
ments, but the motors could not with- 
stand the continuous work, and _ be- 
came overheated. Since then, how- 
ever, motor design has improved, and 
what was impossible in, say 1908, may, 
with ventilated and inter-pole motors, 
be quite feasible to-day. 
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Allied to this subject of speed con- 


‘trol is a recent development of con- 


siderable value, viz., the use of con- 
tactors in the place of direct control 
of current from the platform. The 
present “box of tricks’ on the car 
platform has continued too long a 
feature of every tramcar, and I am 
sure we all welcome the efforts of 
manufacturers to remove complica- 
tions and substitute simplicity. Field 
shunting for control again comes well 
into view in consequence of commuta- 
tion improvement and the combination 
of all these new ideas should result in 
greatly improved and more economical 
service. 


BETTER, COLLECTOR Is NEEDED 


The trolley pole, so extensively 
adopted, has always appeared to me to 
be about the most unmechanical and 
absurd piece of mechanism it is possible 
to imagine. Recently some slight ad- 
vance has been made in the adoption of 
sliding heads instead of wheels. From 
reports on the results of experiments 
carried out on the lines of one of our 
companies it appears that, from the 
traffic department standpoint, the slid- 
ing head (or skid) has certain advan- 
tages over the trolley wheel from the 
running point of view, as it dewires 
less frequently, but in the event of de- 
wirement is not so readily replaced on 
the wire as the wheel. The rolling- | 
stock department states that the skid | || 
has an advantage over the trolley 
wheel from the upkeep point of view, 
as not only has the cast-iron skid a 
considerably longer life than the wheel, 
but the maintenance of its parts is 
much less, and therefore it does not 
need the same attention. 

Tests undertaken from December, 
1921, to April, 1922, show the number 
of dewirements per 10,000 miles, for 
ears fitted with skids, to be 1.49, and 
for cars fitted with wheels, 2.35. 

Further, the sliding head, owing to 
its lightness and the fact that it is not | 
liable to foul the overhead equipment 
on dewirement, does not result in the 
same amount of damage as is occa- 
sioned by the wheel. 

On the other hand, the overhead de- 
partment reports that the wear and 
tear of the trolley wire with this type 
of head is about double that of the 
trolley wheel, but it is hoped that this 
can be reduced by the adoption of more 
suitable material or means for lubri- 
cating the wire. 

I believe that if we could get the | 
right type of designer and some insis- 
tent demand from tramway managers 
for better collector gear, a marked ad- 
vance on the present apparatus would | 
soon appear. | 


DESIGN OF CAR Bopy LARGELY Goy- 
ERNED BY FARE COLLECTION 


As to the “carriage work” of the 
car, much could be learned by studying 
the latest methods of body construction — 
employed by motor-omnibus builders. 
The body, like the rest of the equip-— 
ment, should be scientifically designed — 
with the main object of cutting down 
weight. 
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The design of a car body is very 
largely governed by the system of fare 
collection. “Pay as you enter” or “Pay 
as you leave” is almost standard prac- 
tice in America. The critic will say 
that “pay as you enter” has been tried 
and found a failure, owing: to the 
British zone-fare system as contrasted 
with the flat-fare system and to the 
coinage and change difficulty. There is 
a great deal of truth in this, but I do 
not think it can be said that every- 
thing has been done to make “pay as 
you enter’ possible. 

The London United Tramways have 
recently developed and experimented 
with aone-mancar. The car has been in 
regular service for several months and, 
beyond a few preliminary troubles due 
to its newness, has been running over 
light traffic routes with satisfaction 
both to the public and to the company. 
. In connection with the development 
of this car, we have of necessity had to 
give close attention to the possibility of 
the fare transactions taking place on 
the platform and have introduced sev- 
eral pieces of fare-collecting and ticket- 
issuing machinery. The use of mach- 
inery considerably simplifies the fare 
collection problem. 


CONCLUSION 


My object in making the foregoing 
remarks will have been achieved if 
those who are responsible for produc- 
ing new ideas will note the trend of 
desirable evolution, and appreciate the 
fact that tramways will only become 
obsolete when new designs for tram- 
cars have become impossible. I cannot 
but feel that if the tramway industry 
had had the benefit of the almost Her- 
culean efforts of the automobile engi- 
neers during the last ten years we 
should have been running to-day a 
much more up-to-date type of vehicle 
and would be securing considerably bet- 
ter results. ; 

It is somewhat lamentable, but none 
the less true, that what we require to- 
day was in reality invented many years 
ago, was tried and abandoned, generally 
because the inventors were a little 
ahead of their day, and if one might 
discreetly express an opinion the tram- 
way manager is prone to lose heart in 
a new thing if immediate success is not 
attained. New ideas have generally got 
to go through their “teething period,” 
and early designs are generally crude. 
If, however, we would only condemn 
those ideas that are fundamentally 
wrong and struggle with those that are 
only wrong in some detail, great 
progress would result. 

The one-man car, which is so pop- 
ular in the United States was, I be- 
lieve, first tried in England and aban- 
doned. Regenerative control was also 
introduced but did not flourish, and so 
it might be!said of many other new 
ideas, not only affecting the tramway 
industry. The ideals of the early in- 
ventor are generally ahead of immedi- 
ate practicability, but it is often worth 
while € review some past failures and 
hopeful attempts in the light of new 
conditions. 
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New England Street Railway Club 


HE New England Street Railway 

Club will hold its October meeting 
on Thursday, Oct. 19, at the Copley 
Plaza, Boston. Two instructive papers 
will be read on iron and its products. 
Frank B. Walker, superintendent of 
maintenance of way Eastern Massa- 
chusetts Street Railway, will read an 
illustrated paper on “Mining of Iron 
in the Mesabi Iron Range,” and F. A. 
Weymouth, sales metallurgist Bethle- 
hem Steel Company, will read a paper 
on “Modern Steel Practice of Rolling 
Special Steel Tee and Girder Rails.” The 
dinner will be held at 6:15 p.m. 


Canadian Association Committee 
Appointments 


AJOR F. D. BURPEE has ap- 
pointed the following special com- 
mittees of the Canadian Electric Rail- 
way Association: Committee on stand- 
ards, G. Gordon Gale, Hull, P. Q., chair- 
man; D. E. Blair, Montreal, P. Q.; E. P. 
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Coleman, Hamilton, Ont.; C. C. Curtis, 
Sydney, N. S.; W. G. Murrin, Van- 
couver, B. C. Committee on public re- 
lations, A. W. MecLimont, Winnipeg, 
Man.; George Kidd, Vancouver, B. C.; 
W. J. Lynch, Quebec, P. Q.; E. W. 
Oliver, St. Catharines, Ont.; M. A. 
Pooler, St. John, N. B. Committee on 
safety, J. F. H. Wyse, Toronto, Ont.; 
C. C. Curtis, Sydney, N. S8.;. W. H. 
Garracott, Winnipeg, Man.; W. B. Mc- 
Rae, Toronto; R. M. Reade, Quebec. 


Traffic Men Meet 


EVENTY traffic men, representing 

practically every interurban line in 
Kentucky, Indiana, Ohio and [Illinois 
attended the annual meeting of the 
Central Electric. Traffic Association 
at Webster Lake, Ind., recently. It has 
been voted that Webster Lake shall be 
the permanent meeting place for the 
association’s annual sessions. Traffic 
policies for the coming year were dis- 
cussed. 


Record Breaking Registration 
at Chicago 


T THE close of the Chicago con- 

vention of the America Association 
on Thursday evening, Oct. 5, the total 
registration had reached the gratifying 
total of 4,200. At least 3,000 persons 
in addition were admitted to the pier 
and the meetings by tickets, an innova- 
tion this year. 


New Reports and Compilations 


HE following special reports and 
compilations prepared by the Bu- 
reau of Information and Service of the 
American Association are now available 
to member companies in good standing: 
Public Utility Laws—A summary of 
the laws creating the state public 
utility commissions, giving an analyti- 
cal digest of the main provisions cover- 
ing their jurisdiction and powers over 
transportation companies. This is the 
fifth installment of this compilation 
which was begun in June. 

Wage Bulletin No. 127—A complete 
new edition of the association’s wage 
bulletin showing wages paid trainmen 
by over 300 companies based on replies 
to a circular letter sent out during 
September. 

Motor-Bus Operation — Operating 
cost figures and other data on the de- 
sign and operation of motor buses col- 
lected in part by the committee on 
trackless transportation and in part 
gathered from other sources. 

Traffic Ratios—A tabulation of the 
following ratios of nearly 200 com- 
panies: passengers carried per car-mile, 
revenue rides per inhabitant (riding 
habit), passenger revenue per revenue 
passenger (average rate of fare), car- 
miles per mile of revenue track, car- 


miles per car-hour (average speed),. 
car-miles per car operated, passengers, 
per car operated, etc. 


Credit Where Credit Is Due 


N THE Convention Report Issue of 

the Electric Railway Journal, that 
for Oct. 7, credit should have been given 
to the Moffett Studio, Chicago, for the 
photograph of Edward Hungerford ap- 
pearing on page 538. 

The copyright line was also inadver- 
tently omitted from the photographs of 
H. A. Wheeler, page 541, and Hon.. 
W. W. Warwick, page 545, the copy- 
right in both cases being held by Harris 
& Ewing, Washington, D. C. 


Resolutions on President 
C. B. Holmes 

HE following appreciation of the 

late Charles B. Holmes, past-presi- 
dent of the association, was presented 
to the executive committee at a recent 
meeting by a special committee com- 
posed of Gen. George H. Harries, John 
J. Stanley and H. W. Blake and was 
approved and adopted: 


Beeause ot the departure of Charles 
Butler Holmes, one of the notable pioneers 
of our industry and a past-president of 
our association, the executive committee of 
the American Electric Railway Association 
herein records its appreciation of the 
valuable services rendered by him to this 
organization and to the public at large. 

Blest with uncommon foresight and 
financial courage, he was a national leader 
in successive developments of city trans- 
portation methods from the horse cars of 
the early ’60s to the electrically operated 
latter-day equipment. His cable installa- 
tion in Chicago was a highly important 
factor in the growth of that city. 

In principle and in practice he was an 
ardent advocate and supporter of the 
association and convention idea, and was 
president of this association in 1887-88, 
when the horse-to-electric transformation 
was in process. 

Sensible of our loss, we deeply regret 
his decease, and we tender to his surviv- 
ing relatives our sincere sympathy. 
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Disorder in Buffalo 


Striking Employees Again Cause 
Trouble—Manhattan Transit Oper- 
ates Jitneys—Fare Hearing 


Rioting has been resumed by striking 
employees of the International Rail- 
way, Buffalo, and their - sympathizers 
and many loyal trainmen have been 
severely beaten and robbed within the 
last week. Lack of adequate police pro- 
tection has forced officials of the com- 
pany to be sworn in as special police 
and they are patrolling lines in outlying 
sections of the city in automobiles. 
Every effort apparently is being made 
to intimidate new employees of the 
company, who now are working at the 
regular scale of wages, 55 cents an 
hour. Despite the renewed disorder, 
passenger travel is increasing on all 
local and interurban lines. 


Two HUNDRED JITNEYS OPERATE 


More than 200 jitneys charging a 10- 
cent fare started operating in Buffalo 
early in the week under the direction of 
the Manhattan Transit Company of 
New York, which claims to have author- 
ity under a charter granted in 1899 to 
the General Carriage Company. After 
operating twenty-four hours, the com- 
Sa Poa service in Buffalo pend- 
ing a decision as to the legality of 
such service. Attorneys for the Inter- 
national Railway hold that the oper- 
ation of such jitneys was in defiance 
of the laws of the state and the three 
injunctions issued by Justice Charles 
H. Pooley in Supreme Court. Joseph H. 
Hoadley, president of the Manhattan 
Transit Company; Henry D. Chapin and 
Charles N. Shaffer of New York were 
in Buffalo to watch the initial operation 
of the jitneys. The same interests 
recently operated in New York City. 

Members of the Buffalo Jitney Own- 
ers’ Association leased their cars to the 
New York company and each jitney car- 
ried signs indicating the destination 
and the words, “Operated by the Man- 
hattan Transit Company of New York.” 
The 16-cent taxis, however, continue to 
operate along the local lines of the 
International, but officials of the com- 
pany claim to have evidence that the 
jitney-taxis are in almost every instance 
charging only a 10-cent fare. Injunc- 
tions now are being served on the own- 
ers of many jitney-taxis and as soon 
as the necessary evidence is secured 
by jitney riders employed by the Inter- 
national, arrests will be made. The 
local courts are clogged with jitney 
cases so that those demanding jury 
trials have to have their cases put off 
until late next March. 

Suit has been brought against the 
Buffalo Jitney Owners’ Association by 
the International in Supreme Court to 


recover financial losses alleged to have 
been sustained because of the illegal 
operation of jitneys since the start of 
the street car strike July 1. Counsel 
for the jitney owners has applied to 
Justice Harry. L. Taylor in Supreme 
Court for an order to examine Herbert 
G. Tulley, president of the International, 
before trial. 

Mayor Frank X. Schwab and Com- 
missioners Graves and Kreinheder, the 
city’s representatives on the committee 
which will negotiate with a committee 
of the International seeking to restore 
the 5-cent fare on the Buffalo lines 
of the company, went to Cleveland early 
in the week to investigate the service- 
at-cost plan in effect there. In 1919 
the New York State Legislature passed 
an act enabling the city and the com- 
pany to enter into a _ service-at-cost 
agreement, but Governor Smith vetoed 
Tite 

Formal application has been made 
to President Tulley of the International 
by the municipal authorities of the city 
of Lockport and the transportation com- 
mittee of the Lockport Board of Com- 
merce asking for the restoration of 
local trolley service in the city. Lock- 
port has been without traction service 
since the strike was called July 1. If 
the International fails to comply with 
the request at once, the Lockport 
authorities threaten to take the matter 
to the Public Service Commission. 
There have been rumors in Lockport 
that the International is willing to sur- 
render its local franchise except the 
right to operate through cars on the 
Buffalo-Lockport-Olcott lines. 


TESTIFY ON VALUATION 


The Public Service Commission held 
a preliminary hearing in Buffalo re- 
cently on the complaint of the city 
against the International seeking to 
restore the 5-cent car fare on the local 
lines. The fare now is 7 cents or four 
tokens for 25 cents. Colonel Pooley, 
who heard the evidence, indicated there 
will be no 5-cent fare pending the final 
determination of the case. The com- 
pany’s experts testified that the repro- 
duction valuation of the company as of 
December, 1919, was $96,539,185, of 
which about. $35,000,000 represents in- 
tangible value, for which the Public 
Service Commission makes no allow- 
ance. The International was repre- 
sented by Coleman J. Joyce of Phila- 
delphia, general counsel for Mitten 
Management. Inc.; Thomas Penney of 
Penney, Killeen & Nye, counsel for the 
International and former president of 
the company; Herbert G. Tulley, pres- 
ident, and E. J. Dickson, vice-president. 
The company’s figures were prepared 
by a committee consisting of Charles 
Hansel, consulting engineer of New 
York, and other consulting experts. 


Mayor Explains Attitude 
on Interurban Ouster 


Declaring that the plan to bar inter- 
urban cars of the Detroit United Rail- 
way from the streets of Detroit, which 
will be placed before the voters on 
Nov. 7, is not due to any animus 
towards. the Detroit United Railway. 
Mayor Couzens made the statement 
that the plan has been instigated to 
enable the street railway department to 
give the best service to its citizens at 
the lowest possible cost and at the same 
time to facilitate the coming in and 
going out of the city of interurban pas- 
sengers. 

The Mayor’s statement was issued in 
answer to letters sent to his office in 
connection with the proposed elimina- 
tion of interurban cars from municipal 
tracks. He cited that it was not gen- 
erally known that Detroit streets are 
used to transport freight from Ohio 
points to Michigan points and ex- 
pressed the belief that the people of 
Detroit do not want their streets used 
for freight traffic—at least not in train 
loads, the way the Detroit United 
Railway is transporting it now. 

Although believing that freight traffic 
should be handled, the Mayor thinks it 
will have to be with lighter equipment, 
as light as the city’s own urban cars 
so as to relieve in every way possible 
the tracks for comfortable and proper 
use by car riders. He further pointed 
out that interurban cars are con- 
structed for open track use instead of 
for paved streets which makes the in- 
terurbans out of place on paved streets. 

It is expected that the Detroit United 
Railway will pay the city $80,000 a 
month for the use of its tracks but 
that will not compensate the city for 
the destruction of trackage and the in- 
convenience caused the public. The 
question of fares is not of particular 
interest to the administration, but the 
preservation of streets and the facilita- 
tion of services for local riders as well 
as for interurban car riders are, The 
extent of damage already done to the 
municipal tracks by interurbans is evi- 
‘dent according to the Mayor and can 
be ascertained by anyone interested. 


No Special Legislative Session 
on Buses 


Governor Miller said on Oct. 7 that 
he would refuse the Board of Esti- 
mate’s request to call a special session 
of the Legislature to consider New 
York City’s bus problem. The Gover- 
nor said: 

The Board of Estimate has ample 
for relief in the Transit Commiseianaen 

If they want to play politics in Ne@ York 
they may do so. I certainly shall not, 

., Has the Transit Commission the author- 
ity to give the city relief on buses? 


It has if the Board of Esti 
the subject to it. ae 


} 
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Resolution Calls for Traction 
Conferences 


Officials of the Cincinnati (Ohio) 
‘raction Company are called upon to 
onfer with representatives of the Cin- 
innati Street Railway in_a resolution 
dopted at a meeting of Mayor George 
’. Carrel’s traction committee, with a 
iew to accomplish “certain defined ob- 
ectives.” 

These objectives are stated in the 
esolution, which was submitted by 
ormer Vice-Mayor Gilbert Bettman, to 
e a divorcement of the interlocking 
elationship that exists between the 
incinnati Traction Company and affili- 
ted corporations, Another objective 
s to reduce the outstanding amount of 
ecurities that now are entitled to earn- 
ngs under the 1918 franchise, agree to 
uch modifications of the terms of the 
sase and of the 1918 ordinance as will 
nable the company’s property to be 
ficiently operated and at a reason- 
ble rate of fare. 

The Mayor’s committee will meet 
gain Oct. 26, when a reply to the pro- 
osals made in the resolution is ex- 
ected from the two companies. The 
esolution accompanied the report by 
fr, Bettman, who was a member of the 
ub-committee named by Mayor Carrel 
rhich held conferences with officials of 
he two companies during the summer 
20nths. 


Adoption of Transportation Act 
Will Produce Active Opposition 
The activities of the California Real 
state Association in making an appeal 
o the real estate men of the State to 
upport in the coming November elec- 
ion the so-called “Transportation Act,” 
; meeting with considerable opposi- 
ion from various cities in southern 
alifornia. The Mayor of Los An- 
eles recently called a meeting of offi- 
ials of numerous other cities in south- 
rm California to prepare to wage a 
ght -against the proposed measure 
rhich is designed to give the State 
‘ailroad Commission exclusive power 
) grant franchises for the construction 
nd operation of street, interurban and 
uburban railways, and bus lines. 
The act, if adopted, will give the 
ommission power to compel extensions 
f street railways into districts where 
he need existed. Neither the state nor 
junicipal government has such power 
nder present laws. Under present 
ranchise laws governing street rail- 
‘ays in California there is no power 
aat can compel the extension of a 
treet car line, consequently cities and 
ywns throughout the State which are 
uffering from lack of extensions are 
eing handicapped by inadequate serv- 
e, according to the claims of the asso- 
ation. 


Grand Rapids Set as Example 

Convinced of the fact that the growth 
f the city of Saginaw is being retarded 
y the lack of reliable transportation 
arvice and that the actions of other 
ties in handling their transportation 
roblems should be of especial interest 
) the citizens of Saginaw, the Sagi- 
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naw News-Courier under date of Sept. 
24 publishes an analysis on the over- 
whelming vote in favor of the new 
franchise in Grand Rapids. 

The News-Courier says that its read- 
ers have been asking many questions 
on the neighboring city’s adopting a 
‘franchise to run for thirty years. In 
order to answer the questions, the 
Courier wired the Grand Rapids Press 
“asking for a detailed and complete 
article telling how Grand Rapids 
thought and voted and of the argu- 
ments and information that played any 
part in the campaign.” 


Suggests Abolishment of 
Franchise Tax 

Suggestion that the franchise tax 
against the Cincinnati (Ohio) Street 
Railway be abolished and that the 
company be placed in somewhat the 
same category as the automobile and 
truck owners of Cincinnati was made 
by Vice-Mayor Froome Morris in an ad- 
dress at the Lawyers’ Club of the Cin- 
cinnati Chamber of Commerce. Mr. 
Morris said in effect that the franchise 
tax under the present service-at-cost 
ordinance of Cincinnati is illogical as 
it amounts to an indirect tax upon the 
car rider and he did not think it would 
ever make it possible to pay the fran- 
chise tax to the city. He declared that 
under the service-at-cost ordinance the 
railway did not owe the franchise tax 
unless it earned it and as a matter of 
fact it had never earned enough to pay 
the tax. It paid the tax only once and 
then it had to borrow the money to 
pay it. He said, however, that he did 
believe that the railway ought to be 
assessed a tax sufficient to keep the 
thoroughfares in first-class repair. 


New Plan Submitted in Chicago 
The All-Chicago Council on Sept. 29 
submitted to the Chicago City Council 
committee on local transportation a 
comprehensive report providing for ex- 
tensions of surface and elevated lines 
and the building of an initial subway. 

The report recommends that the lines 
be municipal property, but operated 
and controlled by a regulatory body 
composed of representatives of the 
public, the employees, the municipality 
and the investors. 

The total cost to carry out the All- 
Chicago Council’s program was esti- 
mated at $154,575,000. Of this amount 
the initial subway system would cost 
$84,000,000; elevated line extensions, 
$44,875,000, and surface line exten- 
sions, $29,500,000. The plans call for 
255 miles of surface line extensions, 
179 miles of elevated line extensions 
and 58 miles of subway construction. 


Plan for Trackless Trolleys to Be 
Heard.—A plan for a system of track- 
less trolley lines for Staten Island, call- 
ing for the expenditure of $4,235,000, 
was submitted to Mayor Hylan of New 
York recently by Grover A. Whalen, 
Commissioner of Plant and Structures. 
Of this amount, $3,000,000 is asked for 
118% miles of lines and cars, and $1,- 
235,000 for an electric power plant. 


Celebrates Thirty Years 
of Operation 


On Sept. 22, 1892, thirty years ago, 
the first electric street cars were put 
in operation in the city of San Diego, 
Calif., and the occasion was observed 
on Sept. 22, 1922, by the company 
giving a dinner at the San Diego Hotel 
to the eleven surviving employees of 
the former date, General Manager 
Claus Spreckels and Assistant General 
Manager E. J. Burns representing the 
company as hosts. The honor guests 
were M. J. Perrin, superintendent 
thirty years ago, now assistant to the 
general manager; M. D. Ryder, dis- 
patcher; J. A. Johnson, retired con- 
ductor; M. Thurnes, conductor; Robert 
Irwin, motorman; W. T. Laird, motor- 
man; O. C. Newby, conductor; S. H. 
Holton, motorman; W. C. Enneking, 
dispatcher; A. J. Santee, retired motor- 


man; W. Z. Allen, supervisor of 
trainmen. 

The San Diego Electric Railway had 
its beginning in 1892, when the 


Spreckels interests purchased the prop- 
erty of the San Diego Street Car Com- 
pany for $115,000 at receiver’s sale, 
including the Park Belt Motor Line. 
The combined properties included 10.11 
miles of track, laid with 30-lb. rails, 
one carhouse, stables, corrals and a 
repair shop located at Arctic and F 
Streets; a carhouse, stables and corral 
at Seventh and Market Streets; thirty 
cars, 147 horses, forty sets of double 
harness and 108 extra collars. The 
cars had a capacity of sixteen to 
twenty-five persons each. 

The first electric cars were placed in 
operation on the morning of Sept. 22, 
1892, on two of the company’s routes— 
one from Fifth and L Streets to Fifth 
Street and University Avenue, and the 
other from the Santa Fe wharf, at the 
foot of Market Street, to Thirty-first 
and National Avenue. The first cars 
were double-deck, single-truck affairs. 

The company now has a total single- 
track mileage of 78.6, owns 1389 modern 
cars, operates 10.902 car-miles per day 
and hauls an average of 69,623 pas- 
sengers daily. The total investment is 
placed at $4,239,391, and the monthly 
payroll is $52,706. 


Detroit Commission Rents Buses 


A fleet of motor buses has been 
rented by the street railway commis- 
sion of Detroit from the Detroit Motor- 
bus Company to give service to patrons 
of the south Chene line while recon- 
struction is in progress on Chene Street 
from Gratiot Avenue to the river. 
The emergency buses are hired on the 
car-mile rental basis, the revenues col- 
lected in fares going to the Department 
of Street Railways. The route to be 
followed is over Joseph Campau Ave- 
nue, the buses operating with the same 
rate of fare and the same transfer 
privileges as were in effect on the south 
Chene line. The temporary arrange- 
ment is expected to result in only a 
slight curtailment of motorbus service 
on Jefferson Avenue according to the 
president of the Motorbus Company. 
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Railway Problem Not Yet Solved 


Although six months have passed 
since the Winnipeg (Man.). Electric 
Railway applied for a ten-year fran- 
chise extension no agreement has been 
reached between the railway and the 
city and no decision has been made on 
the question of submitting the issue to 
a public vote. A. W. McLimont, vice- 
president of the company, does not see 
the necessity of a plebiscite. In a 
statement he says that the question of 
the franchise extension is a business 
proposition and should be dealt with as 
such. The matter has been followed in 
previous issues of the Electric Railway 
Journal. 


Winter Operation Expected 
in the Future 


If the improvement in the operation 
of the Moncton Tramways, Moncton, 
N. B., is continued it is highly probably 
that in the course of the next few years 
winter operation will be resumed. Every 
effort has been made to aid the company 
in which Boston capital is largely in- 
terested into becoming a paying ven- 
ture. The Moncton Tramways is one of 
the few street railways in the world 
that suspends operation in the winter. 
With the advent of the snow, the five 
cars of the company are. stored in the 
carhouse. 

The company was organized twelve 
years ago, laid rails, built a power plant 
and installed poles, etc. For several 
years the company operated the year 
round, but seven years ago, in view of 
the ever-rising cost of removing snow 
and of general operation in the winter, 
it was decided by the company to dis- 
continue the service about December 1 
rand resume about April 1. Owing to 
the heavy outlay for removal of snow 
and other expenses contingent upon the 
cold weather period, the company had 
met with increasing deficits. During 
the winter and also in the summer motor 
buses are used on the lines of the street 
railway. The one-man car system is 
now in force. : 

It is considered very likely that the 
advent of the hydro-electric current 
from Musquash provincial station will 
have a decided effect on the company’s 
prospects. It is not known as yet if 
the company will distribute the current 
tn Moncton and vicinity, but present in- 
dications point that way. 


Permits Harbor Frontage 
for Radials 


The City Council of Toronto, Canada, 
has passed the agreement giving a 
fifty-year lease to the Ontario Hydro- 
Electric Power Commission of a six- 
track right-of-way over the harbor 
front land in the jurisdiction of the 
Board of Harbor Commissioners of 
Toronto. The nominal price will be $1 
a year, with the Hydro-Electric Com- 
mission having control over radial 
railways. 

The matter has been strongly con- 
tested for some time, the Toronto 
Transportation Commission opposing 
the agreement on the ground that it 
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practically gave to the Hydro-Electric 
Commission the right to run electric 
cars within the city limits to the detri- 
ment of the city’s interests represented 
by the commission. The Toronto Board 
of Trade and Board of Harbor Commis- 
sioners also opposed the agreement. 

The agreement will have to be rati- 
fied by the Ontario Legislature before 
it becomes effective. 


Instruction in Public Utilities 
in Austin 


A course in public utilities will be 
offered at the University of Texas, at 
Austin, during the coming session. The 
course will be under the direction of 
Prof. W. M. W. Splawn, chairman of 
the Department of Economics . and 
Sociology. The course will include lec- 
tures and instruction in the following 
topics: Demand for service on public 
utility companies; development of 
public utility companies; problems of 
financing; problems of management; 
problems of control; regulation of 
service; rate fixing; valuation. 


Rerouting System to Be Planned 


During the coming winter the 
Jamestown (N. Y.) Street Railway will 
work out a system of rerouting which 
the company hopes to put into effect in 
the following spring. According to A. 
N. Broadhead, president of the com- 
pany, the idea is in line with the com- 
pany’s plan of connecting various parts 
of the city without the delay and in- 
convenience caused by transferring 
from one car to another. “In other 
words,” said Mr. Broadhead, “we in- 
tend to establish a system whereby it 
will be possible for persons residing on 
the south side, for example, to make 
the trip to the north side without 
changing cars at the central terminal.” 
This plan will improve the service in 
Jamestown materially. 


Decreased Number of Accidents 
Reported 


A report just rendered by the Los 
Angeles Board of Public Utilities shows 
that street railway accidents in Los 
Angeles are decreasing. This showing 
is exceptionally favorable in spite of 
the fact that traffic in the streets in 
Los Angeles is greatly increasing. The 
number of accidents on street railway 
lines in Los Angeles during the year 
ending June 30, 1922, was 597 fewer 
than during the previous year. The 
engineers of the board attribute this 
decrease to the starting of “no left- 
hand turns” at the busiest of the down- 
town street intersections, to the in- 
stallation of the automatic traffic signal 
devices at various street intersections 
through the busy section of the city 
and to safety campaigns conducted by 
various civic bodies, including the 
Chamber of Commerce, the Safety 
Council and the Los Angeles Traffic 
Commission. 

The report of the board showed that 
for the year ending June 30, last, there 
were 17,912 reported accidents on street 
railway lines in Los Angeles as com- 
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pared with 18,509 during the previous } 
year. Of the total of 17,912 accidents, | 
collisions of street cars with automo- | 
biles numbered 13,022; miscellaneous | 
accidents, 1,198; accidents to persons} 
alighting from street cars, 1,544; col-| 
lisions of street cars with other vehi-4 
cles, 651; accidents to persons board- | 
ing street cars, 966, and collisions of | 
street cars with pedestrians, 531. i 


City Council of Connersville, Ind., has 
voted against the station at Sixth 
Street and Western Avenue proposed 
by the Indianapolis & Cincinnati Trac- |) 
tion Company. } 
To Wage Ceaseless War on Careless- | 
ness.—According to the “Subway Sun” } 
published now and then by the Inter- | 
borough Rapid Transit Company, New } 
York, N. Y., the company has enlisted } 
in the war against carelessness. This 
declaration was made in view of “Safe- 
ty Week,” which was conducted in New 
York City Oct. 8-15. | 


Wages Remain Unchanged.—After | 
two weeks’ negotiations an agreement | 
was reached on Oct. 10 between the : 
Springfield (Ohio) Street Railway Com- 
pany and the carmen’s union continu- | 
ing the present wage scale for another || 
year and leaving unchanged the work- 
ing conditions. The wage scale at pres- 
ent is 42, 44 and 46 cents an hour de-. 
pending on the length of service. | 


“How Come” Will Give You the 
News. — Bulletin boards containing 
cards giving information concerning the — 
activities of the company for the bene- | 
fit of the patrons are being placed in | 
all of the cars operated by the Indiana, iW 
Columbus & Eastern Traction Com- | 
pany. General Manager Bleecker of the | 
company said that the cards would be 
contained in box frames in the front | 
of each car, and that the cards would - 
be changed each week. “How Come” | 
has been adopted as the slogan to head > 
the cards. This slogan will appear at | 
the top of each card, and underneath 
will be a terse sentence giving so | 
vital fact concerning the company’ 
operations. 5 | 

P, A. Y. E. Plan Altered.—To satisfy 
protesting citizens a change has bee 
effected in the pay-as-you-enter sys-_ 
tem on the North Birmingham line of. 
the Birmingham Railway, Light & 
Power Company, Birmingham, Ala. 
The seating arrangement in the cars 
used prior to the pay-as-you-enter sys- 
tem will be in effect again, and accord 
ing to J. S. Pevear, general manager. 
the entrance payment plan is contin- 
ued, but negro passengers will occup 
the front seats and exit through 
front door and white passengers th 
rear seats and will exit through th 
rear door. Patrons are still fighting 
for separate entrances for the races. — 
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Milwaukee Gold Bonds Offered 


In order to retire $7,822,000 out- 
standing funded debt, to reduce float- 
ing indebtedness incurred for property 
additions and to provide funds for fur- 
ther additions to the company’s plants 
and system the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., will issue $12,500,000 of its re- 
funding and first mortgage gold bonds. 
These bonds: will bear interest at the 
rate of 5 per cent and will mature June 
1, 1961. The bonds are offered, sub- 
ject to prior sale, at 92% and interest, 
yielding about 5.50 per cent. The re- 
funding and first mortgage 5 per cent 
bonds will cover all the property of the 
company, subject to underlying liens, 
and, under the provisions of the in- 
denture, after Dec. 1, 1931, will become 
a first lien on the entire mortgaged 
property. The physical value of the 
company’s property, as determined by 
the Wisconsin Railroad Commission, 
aggregates $58,151,284, as against a 
total of refunding and first mortgage 
bonds and underlying issues in the 
hands of the public of $36,547,000. Fol- 
lowing the funded debt are over 
$17,000,000 preferred and common 
stocks representing an equity based 
upon this valuation of more than 
$19,000,000. Regular dividends on the 
preferred stock have been paid for the 
past twenty-two years and dividends 
averaging 8 per cent per annum have 
been paid on the common stock every 
year since 1903. 


Merger Effected 


The Northwestern Pennsylvania Rail- 
way, the Crawford County Railways, 
the Northwestern Connecting Railway 
and the Peoples’ Incandescent Light 
Company on Oct. 1 were merged into 
and with the Northwestern Electric 
Service Company of Pennsylvania. All 
operation of these properties will be 
conducted hereafter under the corpo- 
rate name of the Northwestern Elec- 
tric Service Company of Pennsylvania. 
Under the merger terms the new com- 
pany acquires all the properties and 
assets and assumes all the liabilities of 
the above companies, 


Arguments Heard on Indiana 
Consolidation 


The Indiana State Supreme Court 
heard oral arguments on the validity 
of the consolidation of seven Indiana 
light and. traction companies into the 
Indiana Electric Corporation, which 
was authorized by the Indiana Public 
Service Commission last January, and 
later declared by Judge Linn D. Hay of 
Indianapolis to be unlawful. In sum- 
marizing before the court the opposi- 
tion of the cities of Indianapolis and 
Kokomo to the formation of the new 
company, attorneys declared the Public 
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Service Commission had no power or 
authority under the law to authorize 
the merger and that the order therefore 
was void. Attorneys speaking for the 
corporation said the utilities law of the 
state permits any corporation to buy 
another corporation, regardless of 
whether the companies planning to 
merge provide similar service. The com- 
panies united by order of the commis- 
sion are the Merchants Heat & Light 
Company, Indianapolis; the Elkhart 
Gas & Fuel Company, Elkhart; Val- 
paraiso Lighting Company, Valparaiso; 
Indiana Railways & Light Company, 
Kokomo; the Putnam Electric Com- 
pany, Greencastle; the Cayuga Elec- 
tric Company, Cayuga, and the Wabash 
Valley Electric Company, of Clinton. 


Submits Twelfth Annual Report 


Gross earnings of the operating com- 
panies of the Kentucky Securities Cor- 
poration, Philadelphia, Pa., for the 
year ended June 30, 1922, were 
$1,549,241. The net surplus available 
for depreciation, corporation expenses 
and dividends was $338,012. For the 
fiscal year ended June 30, 1922, $163,- 
447 was required for the corporation 
operating expenses and the 6 per cent 
dividend on the $2,271,598 preferred 
stock outstanding, leaving a balance of 
$174,565, or the equivalent of $8.50 per 
share on the common stock. 

In the annual report of the directors 
to the stockholders President P. M. 
Chandler said that the directors had 
declared an initial dividend of 1 per 
cent on the common stock out of earned 
surplus payable Oct. 2. The regular 
quarterly dividend on the preferred 
stock of 1% per cent was also declared. 
He stated a large amount of the pre- 
ferred dividend scrip had been pur- 
chased and cancelled and funds had been 
set aside for the payment of the re- 
mainder, upon presentation on or after 
Oct. 2, 1922. 


Increase in Net Earnings Reported 


The seventh annual report of the 
board of directors of the Barcelona 
Traction, Light & Power Company, 
Barcelona, Spain, for the year ended 
Dec. 31, 1921, was recently submitted 
to the shareholders. It states that 
trade depression seriously affected busi- 
ness in Barcelona, but that toward the 
end of the summer there was a marked 
renewal of activity. The operating re- 
sults of the tramways company showed 
an increase in gross earnings of nearly 
18.64 per cent over those of the previous 
year, but owing to a large increase in 
Operating costs, the increase in net 
earnings was only about 13.35 per cent. 
Considerable work was done during the 
year on the railway including the re- 
laying of track and extending the work- 
shops and their equipment. 


Gives Permission to West Penn 
Subsidiary to Acquire 
Electric Plant 


In the race between the West Penn 
Company and the Penn Public Service 
Company, electric corporations of Penn- 
sylvania, for control of the strategic 
position occupied by Oakland and Gar- 
rett County, the West Penn Company 
appears to have won. The West Penn 
Company now has control of the elec- 
tric system formerly known as _ the 
Hagerstown & Frederick Railway and 
its subsidiaries. 

The Public Service Commission filed 
its opinion and orders in the case, giv- 
ing the West Penn Company, through 
its subsidiary, the West Maryland Com- 
pany, all that had been asked. That 
was permission to acquire the municipal 
electric plant at Oakland, permitting 
the West Maryland Company to exer- 
cise all the rights, privileges and 
franchises granted it by the Mayor and 
Town Council of Oakland and author- 
izing it to execute a mortgage upon the 
property it already has arranged to ac- 
quire. 

Although only $40,000 was involved 
in the sale of the property, the case 
was followed with greater interest than 
any other which the commission has 
been called upon to consider for some 
time. 


Improved Condition Reported 


The Nova Scotia Tramways & Power 
Company, operating the street railway 
system in Halifax, has reduced operat- 
ing expenses so that the railway is 
now being operated at a substantial 
profit. A contrast is afforded in the 
figures submitted for the month of 
August in 1921 and 1922. 

In August, 1922, the gross earnings 
were $100,143; operating expenses were 
$70,745. After bond interest and 
amortization charges were paid, the 
surplus for the month was $7,309. For 
August, 1921, there was a deficit of 
$2,590. 

The improvement in earnings is at- 
tributed largely to the installation of 
Birney safety cars. The use of these 
cars has cut down the number of train- 
men needed and their operation is said 
to have resulted in fewer accidents 
being recorded. 

The Nova Scotia Tramways & Power 
Company was taken over by Stone & 
Webster, Boston, two years ago. 


J. G. White Takes Control.—A group 
composed of Marshall Field, Glore, 
Ward & Company, Spencer Trask & 
Company, Estabrook & Company, 
Raymond M. Smith & Company and 
associates, and interests connected with 
the J. G. White Management Cor- 
poration have acquired control of 
the Richmond Light & Railroad Com- 
pany, New York, N. Y. lta is 
the intention of this group to make 
every effort to effect a sound plan of 
reorganization and to give the best 
possible service to Staten Island. As 
plans for doing this are developed, the 
public will be informed with regard to 
them. 
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Security Holders Accept I. R. T. Reorganization Plan 


Holding Company Wiped Out, Five-Cent Fare Guaranteed, Elevated Lease Modified and 
Public Representation on Board of Directors Provided in the Plan 
Presented to New York Commission for Approval 


HE New York Transit Commis- 

sion on Oct. 8 made public a 

communication from the Inter- 
borough-Metropolitan bondholders com- 
mittee asking the commission’s formal 
approval of plans that mean practically 
the reorganization of the Interborough 
Rapid Transit Company. The commis- 
sion has set Oct. 17 as the time for the 
statutory hearing on the application. 

The plans for the reorganization: of 
the Interborough Company are the re- 
sult of pressure to that end exerted by 
the Transit Commission from almost 
the first month of its existence. In its 
effort it has had at all times the able 
and effective support of Federal Judge 
Mayer. 

In the course of conferences held 
with the representatives of the Inter- 
borough Company, the Manhattan Com- 
pany, the Interborough Consolidated 
Holding Company and the various 
groups of security holders held last 
spring, the commission, without com- 
mitting itself in the matter of final 
judgment, laid down certain funda- 
mental conditions that it would, in any 
event, require to be met. Those were: 

1. That it should not contemplate any 
inereaes of fare beyond 5 cents; or any 
reduction of the joint service for a 5-cent 
fare now given upon Interborough and 
Manhattan lines. 

2. That it should provide funds for new 
cars, additional power service and other 
equipment necessary to meet the present 
and future service orders of the commission. 
It is estimated that the cost of such new 
equipment will be in the neighborhood of 
$15,000,000. i 

3. That is should do away wholly with 
the Interborough Consolidated Holding 
Company—the successor of the Interbor- 
ough-Metropolitan—with its $114,000,000 of 
securities. ; 

4. That it should limit the possible future 
dividends. of the Interborough to 7 _ per 
cent, to be payable only when earned. This 
would prevent the declaration and pay- 
ment at any future time of excessive divi- 
dends which, during the war period, went 
as high as 20 per cent. 

5. That no dividends whatever should be 


paid upon Interborough stock during the 
next five years, all revenue, within the 


proposed limitation, to be devoted ex- 
clusively to service. 
6. That it should eliminate the fixed 


7 per cent return on Manhattan stock paid 
by the Interborough by way of rental for 
its elevated properties, amounting to $4,- 
200,000 a year; and that the rental paid 
the Manhattan be reduced to a reasonable 
rate, payable also only in years in which 
it is earned. The fixing of this rate at 
3 per cent for the first year means a re- 
duction of the amount of rental to be paid 
to $1,800,000, and a gain of $2,400,000, from 
this source alone, for additional service. 

7. That it should provide for public rep- 
resentation in the new board of directors; 
and finally 

8. That it should be treated as a pre- 
liminary step in the carrying out of the 
commission’s broader plan for the municipal 
ownership and unification of all the useful 
transit properties in the city. 


The commission also made public a 
letter signed by Grayson Murphy as 
chairman of the Interborough-Metro- 
politan bondholders committee, but 
written on behalf of all the parties to 
the settlement. That letter reports 
the result of the canvas of security 


holders which has proceeded through- 
out the summer, and indicates that the 
companies are prepared to meet all of 
these conditions. 

In concluding its statement the com- 
mission said: 

Thus, through the joint efforts of the 
Transit Commissioners and Judge Mayer, 
the security holders have already virtually 
agreed to changes of corporate structure 
and policy that should do away with even 
the possibility of a repetition of the finan- 
cial abuses that in past years have aroused 
the just resentment and criticism of the 
public. 

The commission at this time can make 
no comment concerning its official attitude 
toward the reorganization plan as a whole. 
All of its phases will require examination. 
Prompt attention, however, will be given the 
application, and the decision will not be 
delayed. 

The communication of Mr. Murphy 
to the commission is very largely a 
reiteration of the statement of the com- 
mission with respect to what is hoped 
to be accomphlished. He does, how- 
ever, stress the fact that provision is 
made for the public authorities to have 
a voice in the management of the 
properties through representation on 
the board of directors or otherwise. 
Mr. Murphy reiterates the fact that the 
plan preserves the 5-cent fare and will 
make it possible for the Interborough 
subway and elevated lines to be op- 
erated efficiently at that rate of fare 
and kept together as one system. He 
explains that this has been accom- 
plished through the reduction of the 
Manhattan rental, which, in respect of 
all stock subject to the plan, becomes 
payable only out of earnings and the 
suspension for a five-year period of the 
sinking fund requirements of the In- 
terborough Company’s first and refund- 
ing mortgage. 

The Interborough Consolidated Cor- 
poration—the holding company—will 
cease to hold any stock in the Inter- 
borough Rapid Transit Company and 
will go out of existence. 

As a result of the elimination of the 
Interborough Consolidated Corporation 
the following securities disappear: 


Interborough - Metropolitan 
4% per cent bonds...... 
Interborough Consolidated 
Corporation preferred 
SLO CKsaaero ete . 
Interborough Consolidated 
Corporation common 
stock without par value 
stated at $5 per share... 


$63,808,000 


45,740,500 


4,663,134 


Totalys. ce cheer. .$114,211,634 


In place of these securities there will 
remain only the original $35,000,000 of 
Interborough Rapid Transit Company 
stock, which will be held by the stock- 
holders, instead of by a holding com- 
pany. 

As regards other phases of the mat- 
ter, Mr. Murphy says: 


No dividends can be paid upon the In- 
terborough Rapid Transit Company stock 
for five years and in no year can the divi- 
dend exceed 7 per cent. Thus provision is 
made against Interborough stock being a 
speculative security and against the pay- 
ment of excessive and improvident divi- 
dends. Any earnings in excess of 7 per 
cent upon the Interborough Rapid Transit 
Company’s stock must remain as a reserve 
against lean years or for use for additions 
and betterments, or to retire capital securi- 
ties, thereby reducing the...fixed charges 
resting upon the enterprise... 


FIXED CHARGE ELIMINATED 


The Manhattan stock dividend rental is 
eliminated as a fixed charge as to all Man- 
hattan stock subject to the plan, as it be- 
comes payable only out of earnings. The 
obligation to pay dividends upon Teale 
tan stock in excess of 8 per cent for the 
first year, 4 per cent for the second year 
and 5 per cent for succeeding years (but 
never in excess of 7 per cent) will arise 
only in case of the payment of dividends 
upon the Interborough Rapid Transit Com- 
pany’s stock. 

Additional capital for the new equipment 
and the improvements and additions 
deemed by the commission necessary to 
provide the public with adequate service 
is secured through the sale of $10,500,000 
of ten-year 6 per cent notes (which it is 
hoped ultimately to retire by the use of 
first and refunding mortgage 5 per cent 
bonds), and also by such a reduction in 
fixed charges as to justify the expectation 
that substantial surplus earnings will be 
available for capital purposes. 

The committees which formulated the 
plan, and the company, being heartily in 
accord with the principle that the public 
authorities should be represented in the 
management of the enterprise, have made 
provision for certain of the directors of 
the Interborough Rapid Transit Company 
to be chosen by your commission and by» 
the City of New York if they elect to 
avail themselves of the opportunity. Un- 
fortunately there is no present legal au- 
thority for such election and we ask your 
co-operation in an effort to secure the 
necessary legislative authority. In the 
meantime a voting trust agreement em- 
bracing all the stock of the Interborough 
Rapid Transit Company subject to the 
Plan will contain effective provision 
whereby your commission and the city may 
nominate three directors. This voting trust 
agreement is submitted herewith for your 
consideration especially with respect to 
those provisions which deal with the elec- 
tion of directors to represent your commis- 
sion and the city. 


HOLDERS SAVED FROM H&rAvY LOSSES 


The consummation of the plan, avoiding 
as it does a receivership and the disintegra- 
tion of the system, which would otherwise 
be inevitable, saves the security holders 
from _very heavy losses. This is especially 
true in respect of the Interborough-Metro- 
politan 44 per cent bonds, of which there 
are about 6,300 holders, of which nearly 
half are women, estates, trustees, savings 
banks, trust companies, insurance com- 
panies and educational and charitable in- 
stitutions. The holders of these bonds have 
received no benefits from the dividends in 
excess of 9 per cent upon Interborough 
Rapid Transit Company stock paid during 
the years of liberal earnings, inasmuch as 
the return upon the bonds was limited to 43 
per cent.. Yet as soon as earnings declined, 
default in the payment of interest upon 
these bonds was made. 

This default has continued for more than 
three years, thus imposing great hardship 
upon the bondholders. For a time it 
seemed impossible to save anything out 
of the wreck for these bondholders, but 
the present plan, providing, as it does, for 
the distribution of the stock of the Inter- 
korough Rapid Transit Company amon 
the bondholders, affords them substantia 
ground for hoping that if conditions im- 
prove they will receive a reasonable re- 
turn upon the investment represented by 
their stock—a return limited to 7 per 
cent upon the stock, which is only 34 per 
cent upon the surrendered bonds, The 4,400 
holders of Manhattan stock, the 18,000 
holders of Interborough 5 per cent bonds 
and the 7,000 holders of Interborough 7 per 
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cent notes, while not in so precarious a po- 
sition as the holders of Interborough-Metro- 
olitan 4% per cent bonds, are saved the 
lay, confusion and expense and probable 
interruption of income which would have 
sulted from an Interborough-Manhattan 
receivership. 

Provision is made for paying off 10 per 
“eent of the $38,144,000 of Interboroush 
Rapid Transit Company notes (most; of 
them bearing 8 per cent interest) and con- 
Verting the balance into ten-year notes with 
interest reduced to 7 per cent. It is con- 
 fidently expected that the conversion privi- 
meee offered to holders of the extended notes 
will result in their conversion before ma- 
‘turity into 5 per cent first and refunding 
mortgage bonds maturing in 1966. 


* ADVANTAGE TO THE PUBLIC 


is No one can doubt the great advantage 
to the city and to the public in avoiding 
aa -disintegration of the Interborough- 
Manhattan system and in insuring the con- 
meaued operation of the subway and elevated 
lines as a single system with a 5-cent fare. 
_ Finally, we submit that the present plan 
may fairly be regarded as an important 
step in the direction of carrying out the 
-commission’s comprehensive plan embracing 
a traction properties of Greater New 
ork, 
} The saving of the Interborough-Manhat- 
tan system from receivership and dissolu- 
‘tion will make possible a much earlier con- 
sideration of the commission’s plant than 
would otherwise be possible. If the re- 
-ceivership, which for a time seemed inevi- 
table had come there would have been a 
disintegration of the system, the mortgage 
securing the Interborough Rapid Transit 
Company bonds would have been foreclosed 
and the Manhattan Company would doubt- 
less have resumed possession of the elevated 
lines. All the lines would probably have 
been operated by receivers for a_consider- 
able period with greatly increased expense. 
It would probably have taken at least two 
or three years to settle by litigation the 
complex controversies between the holders 
of the various classes of securities which 
a receivership would have precipitated and 
the settlement of which would have neces- 
sarily preceded action by the_ security 
peers upon the Transit Commission’s 
an. 


_ James F. Sheffield, special master, 
‘sold 339,128 shares of capital stock of 
the Interborough Rapid Transit Com- 
pany at public auction on Oct. 11. The 
stock was held as collateral by the Em- 
, ak 
‘pire Trust Company as_ successor 
trustee of the Windsor Trust Company 
‘under a trust agreement made in 1906 
with the Interborough-Metropolitan 
Company, which was succeeded by the 
present Interborough Consolidated Cor- 
poration. The sale was in accordance 
‘with a decree of foreclosure signed by 
Judge Julius M. Mayer of the Federa 
Court. ; 
_ Capt. D. Raymond Noyes, represent- 
ing Grayson-M. P. Murphy, Frank L. 
Polk, and Guy E. Tripp, voting trustees 
under the reorganization plan, was the 
only bidder. His offer was $1,750,000. 
a was accepted by Mr. Sheffield, who 
under the terms of the foreclosure de- 
ee has two days within which to re- 
port the result of the sale to Judge 
yer. 


" New Issue in Prospect 


President R. S. Hecht of the New 
Orleans Public Service Corporation, 
who returned from New York on Oct. 7, 
where he went to look after the matters 
connected with the issuance of $12,000,- 
000 of bonds of the new corporation, is 
a the opinion that the new issue will be 


readiness for the market within a 
Week, A meeting of the board has been 
_ealled for the purpose of approving the 
e. It is understood that the new 
per cent bonds may not yield 6 per 
ent, as agreed, and may cost the com- 
y less than 6.70 per cent. That the 
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new bonds, at first, will not sell at par 
is admitted in local financial circles, 
though their attractiveness as an in- 
vestment will grow stronger even at a 
low rate of interest, as the earnings 
of the new company increase through 
rehabilitation of the property and its 
more economical operation and main- 
tenance. 


Financial 


News Notes 


banker, has been appointed receiver for 
The Gallipolis & Northern Traction 
Company, Gallipolis, Ohio. 

Authorizes Issue. — The Topeka 
(Kan.) Railway has been authorized by 
the State Public Utilities Commission 
to issue $66,793 in car trust notes 
which will be used for the purchase of 
ten new one-man Birney cars. 


Increases Surplus.— The Brooklyn 
(N. Y.) Rapid Transit Company reports 
a surplus of $269,067 for August oper- 
ation and a surplus of $604,012 for the 
two months ended Aug. 31, 1922. For 
the same two months’ period of 1921 
the surplus after charges amounted to 
$487,284. 

Will Purchase Bonds.—The Market 
Street Railway, San Francisco, Calif., 
has sent a notice to holders of the first 
consolidated mortgage 5 per cent gold 
bonds that it will purchase for the 
sinking fund an amount of bonds suffi- 
cient to absorb $160,000. Sealed bids 
were asked to be presented on or before 
Oct. 10. 


Gold Bonds for Sale—Halsey, Stuart 
& Company, First Wisconsin Company 
and Blodget & Company are offering 
$5,495,000 of the Wisconsin Public 
Service Corporation first lien and re- 
funding mortgage 6 per cent gold 
bonds Series “A.” The price is 993 and 
interest to yield about 6.05 per cent. 
This issuance has been authorized by 
the Wisconsin Railroad Commission. 

New Company Formed.—The Cumber- 
land Traction Company has_ been 
formed with $100,000 capital to take 
over the operation of the trolley lines 
between Bridgeton and Millville, N. J. 
Clayton McPherson, who has been oper- 
ating the line recently, is president, 
with General Manager William L. 
Martin, vice-president; Gus C. West- 


cott, secretary, and George Maier, 
treasurer. 
Earnings Increase——The Alabama 


Traction, Light & Power Company, New 
York, N. Y., reports an increase of 
$90,748 in gross earnings for August, 
1922, against August, 1921, and an in- 
crease of $500,646 for the twelve months 
ending Aug. 31, 1922, over the same 
period in 1921. Net earnings for the 
twelve months ended August of this 
year amounted to $2,600,185, an increase 
of $317,200 over the same period in 
1921. 


Gold Certificates Offered—Halsey, 
Stuart & Company, New York,’N. Y., 
are offering $1,725,000 of the North- 
western Elevated Railroad, South Side 
Elevated Railroad and the Metropolitan 
West Side Elevated Railway 6 per 
cent equipment trust gold certificates, 
Series C-1 Trust of Sept. 1, 1922. The 
price ranges from 100 and dividends 
to 100.48 and dividends. The certifi- 
cates will be dated Sept. 1, 1922. The 
issuance has been authorized by the 
linois Commerce Commission. 

Company Incorporated.—Lima City 
Street Railway has been incorporated 
with $750,000 authorized capital. The 
incorporators are D. J. Cable, C. M. 
Cable, John L. Cable, Catherine Werline 
and F. A. Bundy. D. J. Cable says that 
the incorporators named are not the 
actual interests back of the plan to 
buy the local Ohio Electric lines and to 
secure a new franchise. 

Mortgage Debentures Offered. 
Greenshields & Company, Montreal and 
Greenshields, Wills & Company, New 
York, are offering $500,000 of the Mon- 
treal (Que.) Tramways 5 per cent per- 
petual mortgage debentures. The mar- 
ket price will yield about 6.25 per cent. 
Sufficient revenue to pay interest on 
these debentures is assured to the com- 
pany by a contract between the City 
of Montreal and the company ratified 
by the legislature. 


Gold Debenture Bonds Offered.— 
Bonbright & Compan,y Inc., and the 
Electric Bond & Share Company are 
offering $7,500,000 of the American 
Gas & Electric Company’s 6 per cent 
gold debenture bonds. The bonds 
dated May 1, 1914, and due May 1, 
2014, are offered at 100 and accrued 
interest to yield about 6 per cent. The 
proceeds from the sale will be used to 
reimburse the company for the cost of 
properties recently acquired and for 
other corporate purposes. 


Gold Bonds Offered.—Stone & Web- 
ster, Inc., are offering $1,250,000 in 
first mortgage sinking fund 5 per cent 
gold bonds of the Norfolk & Ports- 
mouth Traction Company assumed by 
the Virginia Railway & Power Com- 
pany. The bonds are dated May 19, 
1906, and are due June 1, 1936. The 
price is 93 and interest to yield about 
# per cent. The Virginia Railway & 
Power Company assumed the bonds of 
the Norfolk & Portsmouth Traction 
Company when the two properties were 
merged in 1911. 


Net Income of $1,315,135.—Accord- 
ing to the report of the Philadelphia 
(Pa.) Rapid Transit Company a net 
income of $1,315,135 was realized for 
the eight months ended Aug. 31, 1922. 
This figure compares with $936,583 for 
the eight months ended Aug. 31, 1921. 
The passenger revenue for January- 
August period of this year amounted 
to $27,249,098, against $27,555,073 for 
the same period a year ago. The total 
number of passengers carried in the 
eight months period of this year was 
554,621,826, an increase of 1,152,000 
over the traffic from January-August, 
1921. 
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Commission Orders Increase and Decrease 


In Utica Rates Are Raised from Six Cents to Seven Cents, While in Syracuse 
the Rates Are Ordered Lowered from Eight Cents to Seven Cents 


ECISIONS have recently been 

handed down by the Public Service 
Commission of New York affecting the 
rates of fare charged by the New York 
State Railways in Utica and Syracuse. 
The actions were separate and distinct. 
In Utica the rate of fare has been 6 
cents, while in Syracuse the rate has 
been 8 cents, with four tickets for 29 
cents. Under the new ruling the com- 
mission, pending the finding of a valua- 
tion for the Utica property, has decided 
that a 7-cent fare shall be charged in 
that city, this rate being deemed neces- 
sary to preserve the property under the 
rate base found in the decision of Sept. 
15, 1921. In the Syracuse case a reduc- 
tion has been ordered in the cash fare 
from 8 cents to 7 cents, with no mention 
made of any change in the ticket rate. 
These cases have been referred to pre- 
viously. : 

On Sept. 15, 1921, the commission 
made an order dismissing the applica- 
tion of the New York State Railways 
to increase passenger fares in Utica 
and vicinity. The company sought a 
review of' the commission’s decision 
and, as a result, the Supreme Court, Ap- 
pellate Division, remanded the case to 
the commission for further considera- 
tion. Particular emphasis was placed 
by the court upon what it believed to be 
the commission’s omission in not giving 
due attention to the estimates of over- 
head. 

Shortly after the decision of the Ap- 
pellate Division, the company filed with 
the commission a petition for permis- 
sion to increase passenger fares. in 
Utica to 7 cents, and to file a schedule 
on short notice. A hearing was held 
on Aug. 16, 1922, which is to be re- 
garded as a hearing in reconsideration 
of the case as remanded to the com- 
mission, but with particular reference 
to the establishment on short notice 
of the 7-cent fare in the Utica zone. 

Figures submitted by the company 
for the ten months from Sept. 1, 1921, 
to June 30, 1922, indicated that there 
had been a deficit for the ten months’ 
period of $158,760.91 under the amount 
to which the company believed itself 
entitled on the basis of an 8 per cent 
return upon the rate base established 
by this commission in its opinion of 
Sept. 15, 1921, namely, $2,864,000. 

The city of Utica submitted a brief 
setting forth its views upon the points 
at issue in the application for a 7-cent 
fare. The company submitted no brief, 
resting its case upon the computations 
set forth in its statement of earnings. 
The city made the following claims: 


1, That the item general amortization 
should be excluded from the company’s 


statement of expenses; 


2. That wage reductions effective June 
15, 1922, will reduce operating expenses ; 
That complete one-man car operation 
will reduce expenses ; 
That increased speed of operating the 
cars will reduce expenses ; 


5. That the cost of repairs to ‘equipment 
and of power due to poor condition of track 
is abnormal ; 

That operating expenses -are heavier 
the first six months than during the whole 
year and consequently that this period is 
not a fair index of an entire year’s opera- 
ae "That taxes attributed to territory out- 
side of the Utica 6-cent fare zone should 
be deducted. 

The city’s claims concerning items 
one and two, the commission believed 
to be well sustained. In respect to No. 
1, that the item, general amortization, 
should be excluded from the company’s 
statement of expenses, the commission 
said there should be no dispute. This 
item had been disallowed in other rate 
proceedings affecting the company. It 
was disallowed by the commission in its 
opinion of Sept. 15, 1921, on the ground 
that. general amortization for depre- 
ciation that occurred prior to 1908 
should not be charged to operating ex- 
pense account, as this burden does not 
properly fall on car riders of 1921. The 
amount to be deducted on this account 
will be $17,050. 

In respect to item No. 2, that wage 
reductions effective June 15, 1922, will 
reduce operating expenses, the commis- 
sion was satisfied that a reduction, 
amounting to $14,250 would be effected, 
and due consideration was given to it. 

In respect to the other items before 
mentioned, namely, Nos. 3, 4, 5, 6 and 7, 
the commission did not believe the 
city’s contentions had been sustained. 

In respect to the rate base, the com- 
mission said that it had already been 
noted that the company in support of 
its application for an increase of fare 
to 7 cents based its calculations of de- 
ficiency in revenue on the sum of 
$2,864,000, this being the rate base 
fixed by the commission in its decision 
of Sept. 15, 1921. The city contended 
that this rate base was excessive, on 
the ground that there was allowed to 
the company in arriving at the rate 
base the sum of $434,000, which repre- 
sented a capitalized deficiency, in 
earning an amount necessary to repre- 
sent the accrued depreciation figured 
upon this property, namely: $1,335,721. 
The city based its demand for the elim- 
ination of this capitalized sum of $434,- 
000 upon the decision of the Supreme 
Court of the United States in the case 
of the Galveston Electric Company vs. 
the City of Galveston, decided April 19, 
1922. On this point the commission 
said in part: 

It is open to very serious question whether 
the decision in the Galveston case applies 


to this particular instance. If the con- 
tention of the city is accepted it means 


We are unable to accept the city’s view on 
this point, and for the purposes of this’ 
application will let the rate base stand as} 
fixed in the decision of Sept. 15, 1921. i 

The commission also rejected the} 
plea of the city not to allow a rate of| 
return in excess of 6 per cent, holding} 
that the 8 per cent used in the com- 
mission’s decision of Sept. 15, 1921,} 
should be allowed. | 

The following table sets forth the} 
basis upon which the commission de- | 
cided a rate of fare should be com-} 
puted: j 


RESULTS OF OPERATIONS, SEPT. 1, © 
1921-JUNE 30, 1922. 4 

Sept., 1921- 
June, 1922 || 
(10 Months) | 
PER EXHIBIT No. 87 | 


Operating revenue ............ $927,834 
Operating expenses: 
Maintenance. sevnsdseu ame $173,227 
Power’ Wh... ude tiaiee mele eee 118,732 
Transportation: :(i: ..:iskl. uae 389,648 
General (including traffic)... 102,005 
Depreciation. \.:.)1HF0: ites Seeds 61,966 
Total nrkn2 lite e aero hola eee $845,578 
"TAKES lide. Teeth teen 52,596 
Total expenses and taxes...... $898,174 
Operating incomes (excess of 
revenue-return) ....-.-e.ee->% $29,660 


ADJUSTMENTS AND RATIOS 
Add: Me 
General amortization errone- 


ously included in expenses. $17,050 
Wage reductions June 15, 1922, 

to “be deducted’... eae 14,250 

Revised operating income... $60,960 

8% on investment $2,864,000... 190,933 

Deficienty co. ic). eee 129,973 

Per passenger! |......Uijailawes 0086 


1Computed on basis of 1,500,000 per month. 


In conclusion the commission said: 


There is shown a deficiency of 0.86 of a | 
cent per passenger on a rate base which | 
the commission is called upon to reconsider |} 
on the ground, as stated by the court, that | 
“The incomplete method of valuation has | 
necessarily reduced the total valuation of 
the relator’s property so substantially as | 
to make it uncertain whether an adequate 
return on such property has been allowed.” |) 
It would, therefore, appear that. pending a | 
determination of this case, which involves |} 
the finding of the valuation of the com- 
pany’s property, there should be an increase 
of rate, sufficient upon the rate base found | 
in the decision of Sept. 15, 1921, to preserve | 
the property of the company. Such increase — 
requires a 7-cent fare, which should be the |} 
rate to be charged and collected until the | 
final determination of this case. ah 

In its review of the Syracuse case 
the commission explains that the rate 
of fare on street surface railroads in | 
cities of the State was fixed by the 
legislature at 5 cents and this statu- | 
tory rate prevailed in the city of Syra- | 
cuse until the former commission in |} 
November, 1918, permitted and author- | 
ized an increase of fare to 6 cents. | 
There was no valuation of property in 
that case, and the relief given the com-— 
pany was a matter of emergency, and 
stated by the commission to be war- 
ranted on the basis of its funded debt. 
The 6-cent fare prevailed until the for- 
mer commission upon the petition of 
New York State Railways authorized 
and permitted a fare of 8 cents, and 
half fare to children, and provided for 
the issuance of four tickets or tokens 
for 29 cents. This order became effee- 


tive April 27, 1921, and the rate fixed 
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by it is the one against which the com- 
plaint is filed. In conclusion the com- 
mission said: 

The company is entitled to a reasonable 
average return upon the value of the prop- 
erty actually used in the public service. We 
conclude that 8.0 per cent is a reasonable 
average return to the company uponthe 

ralue of its Syracuse lines. In determining 

e return there are several elements which 
must be considered—cost of money, a re- 
gard for surplus and contingencies, the 
use of the reserve by the company which 
will be created by the allowance of charges 
to operating expenses for replacements and 
renewals, extension of paving assessments 
over a period of ten years at 5 per cent 
interest, the allowance of Federal income 
tax as an operating expense; and the 
further economies which may be effected in 
the management of this company. The 
commission prefers to encourage good man- 
agement rather than to penalize imprudent 
management. 

The determination of this question, as 
we have stated, depends upon the amount 
applicable for return after deducting from 
revenue expense and taxes as outlined in 
the early part of this opinion. 

_ Using the valuation of the property which 
We have allowed, we make a computation 
as follows: 


Total operating revenues at 


Pea-Cent fare yee ee. ee oe 8 $2,428,489 
Deductions; 1 
_ Revised operating , ‘ 

expenses ..°.5 22. ($15512,752 : 
PETaxes! y/o keris). 141,855 1,654,337 
Income available for return.... $774,152 


a 


’ This is a return of 8.54 per cent on 
$9,038,050 valuation which we have allowed 
on this property. This exceeds a fair 
feturn and the 8-cent fare complained of 
is therefore unreasonable and unjust. The 
duty is therefore upon us under the require- 
ments of the statute to determine the fair 
and just rate to be observed as the pmaxi- 
mum to be charged for service to be per- 
formed by this company. 

Using the rate base reached of 
$9,038,050 and allowing a re- 


peturn of 8 “percent. 253000 .. $723,044 
Revised operating expenses.... 1,512,752 
SEES 6 Ga7 50 6 Shes eee 141,585 
PT OEAIIN 7 SMe ake. creat Sus foul. orem eke $2,377,381 
Deduct revenue from other opera- 
TLOOS Sawer eet a tis, chbrae ee 67,539 
Leaves a balance of revenue re- 
; quired to meet cost of service. $2,309,842 


When the 6-cent fare went into effect in 
November, 1918, there was a falling off in 
passengers during the following year of a 
trifle less than 10 per cent. In the year 
ending March 31, 1920, there was a mate- 
rial increase and in the year ending March 
31, 1921 (the 6-cent fare continuing) the 
largest number of passengers in the his- 
tory of the company were carried. In 
April, 1921, the 8-cent fare went into 
effect and the traffic fell off in the year 
ending March 31, 1922, about 20 per cent. 
For the year ending July 31, 1922, there 
Was a general decrease of passengers of 
nearly 200,000. The general industrial de- 
pression commenced in Syracuse in Septem- 
ber, 1920, and continued to March, 1922, 
before relief therefrom was apparent. This 
undoubtedly had a considerable effect upon 
passenger traffic. As a further cause of 
reduction in traffic the company assigns 
the increased use of automobiles. 

The increase of fare and these other 
causes undoubtedly combined to decrease 

assenger traffic. The automobile will con- 

mue without question to affect it to a 
eonsiderable extent, particularly during 
Summer months. With a restoration of 
business, with a reduction in rate, we have 
estimated that. the number of full fare 
passengers for the coming year will be at 
east 33,199,000. Dividing the cost of serv- 
ice, $2,309,842, by this number of pas- 
sengers gives an .average rate of fare of 
6.96 cents, or substantially 7 cents. 

It is the duty of the commission, there- 
fore, to establish a 7-cent cash fare, effec- 
tive for a period of six months commencing 
Oct. 1 next and until the further order 
of the commission. 


_ In the original fare case the com- 
pany presented four sets of valuation 
figures varying from $9,101,187 to 
$15,795,415, the latter based on prices 
then prevailing. The city contended for 
a valuation of $7,140,931 for the Syra- 
cuse lines. 


Propose to Fight New 
Passenger Rates 


Dissatisfied with the through inter- 
urban passenger rates as increased by 
the California State Railroad Commis- 
sion on the Pacific Electric Railway 
lines on Jan. 1, 1922, the cities of Pasa- 
dena, South Pasadena, Glendale and 
Alhambra through these cities’ attor- 
neys have filed a petition for a writ of 
review with the State Supreme Court 
on the ground that the ruling of the 
State Railroad Commission is uncon- 
stitutional. The rates were the result 
of several drawn-out hearings held 
since the year 1918 before the State 
Railroad Commission and vigorously 
fought by the attorneys, associations 
and committees from fifty-seven differ- 
ent small towns and cities served by 
the company’s interurban lines. 

The decision invokes the constitu- 
tional provision that “a through rate 
shall not be greater than the sum of 
the intermediate rate,” and asks that 
the high court set aside the ruling of 
the commission on through fares. 

Detailed items of the alleged. viola- 
tion of rate-making principles are set 
forth in the petition. It is alleged that 
while the through rate from Los An- 
geles to Pasadena was fixed by the 
commission at 29 cents, a passenger 
may ride to Sierra Vista station for 10 
cents and then from Sierra Vista to 
Pasadena for the same amount, making 
a total through rate of only 20 cents 
if the passenger makes the Sierra Vista 
stop. : 

The through fare to South Pasadena 
from Los Angeles, the petition sets 
forth, was fixed by the commission at 
24 cents, but a passenger may ride to 
Sierra Vista for 10 cents and then to 
South Pasadena for 6 cents, cutting the 
through straight fare by 8 cents. 
Other similar situations exist on the 
Garvanza Line, and the lines to Glen- 
dale and Alhambra. 

The city attorneys hope that a 
speedy decision will be had on the writ. 
When the commission formerly an- 
nounced its decision in this matter the 
cities involved in the present action pe- 
titioned for a rehearing, after which, 
in September, the commission _re- 
affirmed its earlier ruling. 


Providence Will Have 
Lower Fares 


The United Electric Railways, Provi- 
dence, R. I., recently announced a fare 
reduction to become effective on Jan. 1, 
1923. Fares which have been 6 cents 
will be lowered to 5 cents through the 
purchase of ten tickets for 50 cents. 
The tickets will be good in any 6-cent 
fare zone. Ticket holders will be per- 
mitted to purchase transfers for 2 cents 
as under the present system of cash 
fares. The cash fare will remain at 6 
cents. The company’s statement says 
that operating costs do not warrant a 
fare reduction, but that it is expected 
sufficient revenue will be raised 
through the collection of the 5-cent 
fares for regular riders and _ 6-cent 
fares from occasional riders. 


‘Transportation 


News Notes 


Bus Operation Up to Commissioners. 
—The question of granting a permit 
to the Pennsylvania & New Jersey Rail- 
way to operate buses between Bristol 
and Doylestown, Pa., and tear up its 
tracks will be submitted to the entire 
Board of Public Service Commissioners 
at Harrisburg. Commissioner James 
Benn conducted a preliminary hearing 
in Philadelphia. Protests were filed by 
the various municipalities through 
which the company now operates. They 
wished to know whether the company 
would put the road in good condition 
if the trolley tracks were abandoned. 


Trackless Project Before Council.— 
James F. Hamilton, president of the 
New York State Railways, has applied 
to the Common Council of Rochester 
for permission to operate trackless 
trolleys or buses through certain 
streets of the city of Rochester. In his 
application President Hamilton said 
that trackless trolleys were feasible 
and could be installed within a short 
time. He mentioned the fact.that the 
trolleys could be operated over Driving 
Park Avenue bridge, which would be a 
great convenience for those citizens 
who have to use a circuitous route by 
electric railway or by foot. 


Through Cars Will Be Run.—By an 
agreement between officials of the 
Springfield (Mass.) Street Railway and 
the Holyoke Street Railway, through 
cars are to be run, beginning Oct. 12, 
between Holyoke and Westfield, Mass., 
avoiding changes and waits at the 
intercity line. In order to effect this 
change, brought about by an agitation 
of patrons, it is necessary for the Hol- 
yoke Street Railway to make an excep- 
tion of its established policy which has 
barred the use of one-man cars on its 
lines. As one-man cars are run on the 
Westfield end, the Holyoke company 
will rig up a sufficient number of one- 
man cars so that the cars may be run 
through on this route. 

Seeks to Increase “Owl” Fare.—Per- 
mission to increase the fare for riding 
on “owl” cars from 5 to 10 cents has 
been asked in a petition filed with the 
Indiana Public Service Commission by 
the Indianapolis Street Railway. The 
petition declared the owl service is be- 
ing provided at a loss of approximately 
$15,000 a year under the present fare. 
Owl cars are operated between 12:30 
and 5 o’clock in the morning for the 
convenience of persons working at 
night and arriving in the city on late 
trains. Approximately 350000 passen- 
gers are carried by them annually. The 
proposed increase would meet the 
deficit of $15,000 incurred in operating 
the service. The Corporation Counsel 
of Indianapolis has given notice that 
the city administration will not oppose 
the proposed increase. 
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Two Important Books on Heavy 
Traction 


Railway Electric Traction. By F. W. 
Carter, technical engineer British Thomson- 
Houston Company, Rugby, England. lLong- 
mans, Green & Co. New York, N. Y. 412 
pages. Extensively illustrated. | 

La Traction Hllectrique aux Btats-Unis. 
By Marcel Japiot and A. Ferrand. Re- 
printed from the Annales des Mines, issues 
from October, 1920, to March, 1921. Pub- 
lished by Durod, Paris. 


Mr. Carter’s book meets a need for 
an up-to-date and comprehensive trea- 
tise on heavy electric traction. It is 
by no means a compilation, although 
replete with data, for it is written out 
of a wealth of experience and analysis. 
In spots mathematics is used freely, 
principally in connection with mech- 
anics, but this permits a great deal to 
be given in a small space. The for- 
mulas can be skipped by those who are 
more interested in the author’s opinions 
and data than in his mathematical de- 
ductions. One refreshing feature of 
the text throughout is the frank and 
yet appreciative comment on practices 
and sources of information. 

Mr. Carter is outspoken in favor of 
direct cu.s.ent for heavy traction. He 
believes that results have justified his 
early predictions as to the outcome of 
the struggle between it and single 
phase. At the same time he gives some 
attention to the latter, although with- 
out enthusiasm. Regarding frequency 
and the European comment that 25 
cycles as used in America is too high, 
he states that the lower frequency is 
better and zero frequency best of all. 

“Railway Electric Traction” covers 
all of the technical phases. of the sub- 
ject, locomotives, motors, control, dis- 


tribution, power supply, etc. Two ex- 
cellent chapters are given to the 
mechanics of train operation. A 


feature that will prove of great ref- 
erence value is a table of data for 
thirty-two locomotives, United States 
and foreign, with pictures to permit 
the data to be visualized. The “unat- 
tended” substation, as the author terms 
what is called the “automatic” sub- 
station in America, also comes in for 
a reasonable share of attention. 

In conclusion it is only fair to allow 
the author to say a word for himself 
regarding his book. Here is, in part, 
what he says: 

“In writing this book the author set 
himself a twofold task: firstly, to dis- 
cuss the methods of electric traction, as 
applied to railways; secondly, to ex- 
pound methods of technical calculation 
applicable to the subject. In pur- 
suance of the first objective he pro- 
pounded to himself, and endeavored to 
answer the questions: What constitutes 
good practice, and why?” 

The book on Electric Traction in 
the United States, by Messrs. Japiot 
and Ferrand, in French, is of great 
interest on account of the careful man- 
ner in which these and other French 
engineers have of recent years studied 


the heavy traction development in this 
country. Mr. Japiot is an engineer of 
high position with the Paris-Lyons- 
Mediterranean Railway, while Mr. Fer- 
rand is also an engineer of high stand- 
ing in this field. They visited the 
United States in 1919 as part of the 
committee sent here to study the elec- 
trification of railroads, and in this book 
give the results of their study. They 
made liberal use of the files of the 
Electric Railway Journal inthis con= 
nection, giving credit in numerous 
footnotes scattered throughout the book. 

It is unnecessary to go into details 
of the contents of “Le Traction 
Electrique”’ as most of the material is 
familiar to close readers of this paper. 
However, it gives the information in 
eonvenient form and furnishes what is 
always interesting, a picture of our- 
selves as others see us. 


The Mechanism of Lubrication 


By William Stone, late chief electrical 
engineer Victorian Government Railways. 
Published by ‘Industrial Australian and 
Mining Standard,’ Melbourne, Sydney, 
London. 1922. 


In a thirty-six-page pamphlet the 
author gives the text of a lecture in 
which, with the aid of diagrams and 
working models, he explains the theory 
and practice of lubrication. 


Experimental Production of Alloy Steeis 


By H. W. Gillett and E. L. Mack. Bul- 
letin 199. Bureau of Mines, Government 
Printing Office, Washington, D. 


Electric railway engineers who are 
interested in metallurgy will find much 
of interest in this publication. Among 
the alloying metals studied were 
uranium, manganese, molybdenum, 
chromium, vanadium, nickel, copper 
and zirconium. 


Maintenance of Lead Storage Batteries 


Die Krankheiten des Blei-Akkumulators, 
—F. E. Kretzschmar. Published by R. 
Oldenbourg, Munich and Berlin, 1922. 


This is the second edition of a con- 
venient reference manual on the opera- 
tion of lead storage batteries. It is 
highly practical in character and to 
railway power men familiar with the 
German language would be useful if 
they have any lead batteries within 
their jurisduction. 


Year Book of A.S.T.M. 


_ Year Book of American Society for Test- 
ing Materials. Published by the Society, 
1315 Spruce Street, Philadelphia, Pa. 


This year book, revised to August, 
1922, contains the membership directory 
comprising 3,069 names, the constitu- 
tion of the society, lists of committee 
members, regulations governing various 
activities, information regarding the 
American Engineering Standards Com- 
mittee and a list of standards of the 
A.§S. T. M. 


Vol. 60, No. 16 | 


Statistical Abstract of the United States | 


Issued by the Department of Commerce. 
Obtainable at a nominal price from any | 
district or* co-operative office of the Bu- 
reau of Foreign and Domestic Commerce, | 
or from the Superintendent of Documents, | 
Ones Printing Office, Washington, }) 


This is a 962-page compilation of | 
information, covering manufactures, | 
imports and exports, wholesale prices 
of commodities, consumption of com- } 
modities, railroads, labor statistics, | 
wages, strikes, industrial action, ete. 
The cost of compilation has been met 
by the Department of Commerce, so 
that the government is only charging | 
the cost for paper, printing and binding 
in the price set on this volume. y 


Railroad Shop Practice 


By Frank A. Stanley, Consulting Mechan- | 
ical Engineer. McGraw-Hill Book Com- | 
pany, Inc., New York, N. ¥. 3381 pages. | 
Well illustrated. Cloth. 6 x 9 in. i! 

The material presented has been — 
adapted largely from articles by the | 
author which appeared in American | 
Machinist and other technical journals. © 
Much original matter, with some con- | 
tributions from other authors, is in- 
cluded. Descriptions are given of tools, 
equipment and best methods used im } 
steam railroad shops for machining and | 
repairing various locomotives and car } 
equipment parts. Chapters on wheel | 
shop equipment and methods, portable | 
tools and appliances, special tool cut- } 
ters and toolroom methods, and recla- 
mation work contain much information — 
which will be of assistance to electric © 
railway shop men. 


Standard Handbook for Electrical 
Engineers y 
Fifth edition. Frank F. Fowle, editor- | 


in-chief. McGraw-Hill Book Company, Inc... 
New York City. 2,137 pages. Illustrated. 


The well-known “Standard Handbook” | 
is gradually expanding in size, although ~ 
the publishers are endeavoring, by con- 
stant revision, to provide for advances _ 
in the electrical field without unduly — 
expanding the book. With this edition 
the total issue reaches 68,000 copies, / 
indicating a widespread use. ' 

The “Standard Handbook” has now - 
been in use practically fifteen years. | 
During this period its general publica- 
tion policy has been consistently main- — 
tained, experts in the many fields of 
electrical engineering being enlisted to | 
maintain the high character of the text. 
The present edition is a thorough re- 
vision, and a number of new sections 
have been added. The section on elec- 
tric railways, by A. H. Armstrong and 
N. W. Storer, covers 150 pages and is 
considerably revised from the las 
edition. 


The May, 1922, issue of the South 
African Railways and Harbor Maga- 
zine was an electrification number. It 
contains many articles on the subject 
of steam railroad electrification 
noted authorities, who treat the subject 
from several points of view. Included 
is a summary of world progress 
railway electrification. 


October 14, 1922 
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Three Efficient Leaders 


F. E. Connors, Waldo G. Paine and 
J. F. Gannaway Will Continue to 
Direct Washington Companies 


Certain changes have been made in 
the staff of the Spokane & Eastern 
Railway & Power Company and the 
Inland Empire Railroad, Spokane, 
Wash. They follow the death of the 
former president, George H. Taylor, 
and the resignation of other former offi- 
cers. The personnel is now as follows: 
President, M. H. MacLean, Chicago; 
vice-president, J. W. Esmond, Chicago; 
vice-president and general manager, 
F. E. Connors, Spokane; vice-president, 
traffic manager and treasurer, Waldo 
G. Paine, Spokane; secretary and audi- 
tor, in charge of accounting, freight 
claims, car service, taxes and right-of- 
way matters, L. C. Ream, Spokane; 
assistant secretary and assistant treas- 
urer, Chester Corey, Chicago; claim 
agent, F. Weidmer, Spokane; superin- 
tendent, J. F. Gannaway, Spokane; 
electrical superintendent, J. W. Hun- 
gate, Spokane; mechanical superintend- 
ent, A. H. Mayham, Spokane; chief en- 
gineer, A. J. Mitchell, Portland. 

It is a noteworthy fact that the three 
men who have been largely responsible 
for the operation of the traction lines 
during and after the receivership have 
been chosen to continue as captains. A 
better crew would be unnecessary, even 
if it could be found, than that com- 
posed of Mr. Connors, Mr. Paine and 
Mr. Gannaway. 

Mr. Connors, now fifty-three years 
old, took up his first railway work, 
when he was sixteen years old, with the 
Chicago & Alton Railroad. For five 
years he remained in the Chicago office. 
His next move was to the Santa Fé 
Railroad, at Topeka, Kan. Though he 
was a clerk in the stationary depart- 
ment when he started, he was assistant 
to the vice-president when he left in 


January, 1919. As assistant to the vice- 
president he had charge of purchases, 
stores, timber and coal properties of 
the company. Only one more change in 
railway association figures in the life 


J. F. GANNAWAY 


of Mr. Connors. His resignation from 
the Santa Fé company on Jan. 9, 1919, 
was followed by his appointment next 
day as the receiver of the Spokane & 
Eastern Railway & Power Company 
and the Inland Empire Railroad. The 
surest measure of his success and the 
greatest tribute to it came in February, 
1920, when he was elected vice-presi- 
dent and general manager of both 
companies. 

Centering his attention in the North- 
west, Mr. Paine has been intimately 
connected with the railway development 
there. He was associated with F. A. 
Blackwell and others in the building of 
the old Coeur d’Alene & Spokane Rail- 
way, which extended from Spokane, 
Wash., to Coeur d’Alene, Idaho. This 
property was afterward combined with 
the Jay P. Graves properties, which 
consisted of the Spokane Traction Com- 


W. G. PAINE (LEFT) AND F. E. Connors 
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pany—city lines—and the Spokane Ter- 
minal Company. Of these lines Mr. 
Paine was made general passenger 
agent. Still later they were joined with 
the Inland Empire Railroad, which ex- 
tended into the Palouse country, and 
Mr. Paine was made general freight 
and passenger agent. It is this growth 
which Mr. Paine has fostered. In 1910, 
when the Hill interests purchased the 
property, Mr. Paine was made vice- 
president and traffic manager. Recently 
he was instrumental in furthering the 
consolidation of the city lines of the 
Spokane & Eastern Railway & Power 
Company with those of the Washington 
Water Power Company. Mr. Paine 
was elected a director of the Spokane 
United Railways, which is the successor 
under the consolidation. He continues 
as vice-president and traffic manager of 
the interurban lines, the Spokane & 
Eastern Railway & Power Company 
and the Inland Empire Railroad. 

Since 1918 Mr. Gannaway has been 
superintendent of these lines. His first 
position with the company was that of 
trainmaster, with headquarters at Spo- 
kane. This was in 1911. As superin- 
tendent of the interurban lines of the 
two companies which have been evolved, 
Mr. Gannaway has charge of 168 miles 
of road electrically operated. The com- 
panies handle both freight and passen- 
ger service under standast®rules. His 
previous experience Mr. Gannaway 
gained with the Chicago, Burlington & 
Quincy Railroad in Iowa and Illinois as 
telegraph operator for three years; 
with the Missouri Pacific Railroad, as 
telegraph operator, and as train dis- 
patcher at Atchison and Concordia, 
Kan. From 1909 to 1911 he was chief 
dispatcher for the Spokane, Portland & 
Seattle Railroad. In 1911 he became 
connected with the Spokane & Eastern 
Railway & Power Company and Inland 
Empire Railroad. 


C. L. Cadle Nominated 
State Engineer 


Charles L. Cadle of Rochester, N. Y., 
well-known in electric railway circles, 
has been nominated by the Republican 
party as state engineer and surveyor. 

From 1904 to 1906 Mr. Cadle was 
associated with the Cleveland (Ohio) 
Railway. He then became manager of 
the Electric Railway Improvement 
Company of Cleveland and in 1917 went 
to the New York State Railways as 
electrical engineer. Two years later 
he was appointed chief engineer of the 
New York & Harlem Railroad. Mean- 
while he continued his duties with the 
New York State Railways in Utica, 
Syracuse and Rochester. He was an 
officer of the American Electric Railway 
Engineering Association and president 
of Clark, Cadle, Harmon Corporation of 
Rochester. For two years he has been 
state superintendent of public works. 

Mr. Cadle was born at Mentor, Ohio, 
March 10, 1879. Completing his aca- 
demic education, he entered Case 
School of Applied Science at Cleveland, 
graduating from that institution in 1904 
with the degree of B. S. 
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Changes in Bay State System 


Resignation of Thomas Lees Ends Long 
Railway Career—M. E. McCormick 
Is Successor 


If “Certain People of Importance” 
were to be written about the electric 
railway industry among the L’s would 
be Thomas Lees, past-president of the 
New England Street Railway Club, and 
recently resigned manager of the Low- 
ell Division of the Eastern Massachu- 
setts Street Railway. By his achieve- 
ments is Mr. Lees known even where 
personal acquaintance has been impos- 
sible. Since 1901 he has had the re- 
sponsibility of making the Lowell Di- 
vision of the Bay State System run 
smoothly, look trim, please the public 
and make money. For twenty-one 
years he has done all these things, and 
through the month of October he will 
remain in an advisory capacity to im- 
part to the new manager, Maurice E. 
McCormick, formerly of the Salem Di- 
vision, the peculiarities of the Lowell 
Division which he has studied for so 
many years. Mr. Lees in his resigna- 
tion stated that he wanted more time 
for his other business matters. 


THOMAS LEES 


Thirty-four years ago Mr. Lees made 
an unostentatious entrance into the 
transportation industry as _ conduc- 
tor and driver with the Lowell Horse 
Railroad. From 1890 to 1892 he was 
with the Boston & Maine Railroad, then 
returned to the Lowell & Suburban 
Railroad, the outgrowth of the merg- 
ing of the Lowell & Dracut and the 
Lowell Street Railway Companies. The 
. road had started to electrify its lines. 
‘Mr. Lees was in the shops of the com- 
pany during the electrification. 

From 1895 to 1897 he was starter at 
Lakeview Park, but in 1898 became 
starter in Lowell. In 1899 Mr. Lees 
was promoted to be assistant superin- 
tendent in Nashua, N. H., and was later 
made superintendent there. 

In 1901 Mr. Lees was brought back 
to Lowell as local superintendent. He 
remained in that position until April, 
1903, when the Boston & Northern 
Street Railway was divided into two 
districts. District 1 was in Lynn, and 
District 2 was in Lowell. Mr: Lees was 
appointed district superintendent of the 
Lowell district, which embraced the 
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cities of Lowell, Lawrence, Haverhill, 
Woburn and Nashua. When the public 
trustees were appointed in 1919, Mr. 
Lees was reappointed to this post. 

In 1912 he served as president of the 
New England Street Railway Club. 

Mr. Lees was born in Catrine, Scot- 
land, in 1858, and came to the United 
States in 1870. 

Mr. McCormick, who is to be the new 
Lowell manager, entered the employ 
of the company in 1920, coming from 
Bangor. He was assigned to the man- 
agement of the Quincy district and a 
year ago was promoted to be manager 
of the Salem Division. He has been 
engaged in street railway work since 
1896, starting as an armature winder 
in the maintenance department of the 
Bangor (Me.) Street Railway. In 1917 
he became manager of the New Bruns- 
wick Power Company, St. John, N. B., 
and remained there until becoming as- 
sociated with the Eastern Massachu- 
setts Street Railway. 


Mr. Nicholson an Auditor 
of Extended Experience 

W. G. Nicholson, who was elected 
president of the American Electric 
Railway Accountants’ Association at 
the Chicago convention, was first vice- 
president of the association last year. 
Mr. Nicholson has had extended experi- 
ence in accounting matters on both 
steam and electric railways. He is 
secretary and auditor of the Omaha & 
Council Bluffs Street Railway. Mr. 
Nicholson has held the’ position of 
auditor since Jan. 1, 1910, and secretary 
since Jan. 19, 1914. 

Prior to his connection with the elec- 
tric railway field Mr. Nicholson’ was 
connected with the accounting depart- 
ments of various steam railroads. He 
was with the Chicago, Rock Island & 
Pacific Railway, Chicago, Ill., for a 
number of years. In 1905 he entered 
the service of the Cincinnati, Hamilton 
& Dayton Railway at Cincinnati, Ohio. 
After a brief connection with that com- 
pany he resigned to become chief clerk 
to the secretary and treasurer for the 
Indiana, Columbus & Eastern Traction 
Company, which is now included in the 
system of the Ohio Electric Railway, 
Cincinnati, Ohio. He went to Omaha 
in 1910. 


Park Named For Dr. Jameson 

Dr. Henry Jameson, chairman of the 
board of directors of the Indianapolis 
(Ind.) Street Railway, now has a city 
park in Indianapolis named for him, 
which proves that public service does 
not always go unrequited. For years 
Dr. Jameson was a member of the In- 
dianapolis park board and as such was 
instrumental in establishing the pres- 
ent public park system. He gave freely 
of his time and money, and since his 
retirement from public life has always 
been a “friend at court” to those who 
were seeking to put through some- 
thing which would be of lasting benefit 


ito the city. Ellenberger Woods, named 


thus after the man who formerly owned 


the tract, has been rechristened Jame- 


son Park. 
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C. D. Shellabarger Is Lacka- 
wanna’s Master Mechanic 


The responsible position of caring 
for the ninety-four cars and three elec- 
tric locomotives of the Lackawanna & 
Wyoming Valley Railroad, which op- 
erates 50 miles of track in and about 
Scranton, Pa., has been turned over to 
C. D. Shellabarger. His title is master 
mechanic and he is a busy one, for the 
lines of the company serve the import- 
ant cities of Wilkes-Barre, Scranton 
and Pittston as well as other smaller 
towns. This road, known as The Lau- 
rel Line, was one of the first high- 
speed electric interurbans in the East. 
It is of~almost standard construction 
and follows the line of steam railroad 
operation. 

Mr. Shellabarger’s promotion, effec- 
tive in July, took him from the position 
of general shop foreman of the com- 
pany. This he had held since Novem- 
ber, 1921, when he joined the Lacka- 
wanna Railroad. 

His previous work has had an im- 
portant bearing on his present success. 
After graduating from the University 
of Dayton in 1901 he held the post of 
rating chief electrician of the United 


M, E. McCorMick 


States Navy from 1902 to 1907. For 
the next year he was armature winder 
of the Dayton (Ohio) Electrical Manu- 
facturing Company, and from 1908 to 
1909 he was machinist with the Joyce 
Cridland Company at Dayton. 

After 1909 he centered his activities 
in and about New York, during that 
year acting as electrical foreman for 
the P. T. Dunn Contracting Company. 
From 1910 to 1911 he was airbrakeman 
in the Thirty-ninth Street shops of the 
Brooklyn Rapid Transit Company, and 
from 1911 to 1917 he was airbrake 
foreman for the New York, Westches- 
ter & Boston Railroad. 

Then came the war and Mr. Shella- 
barger returned to the navy as chief 
machinist of the United States Naval 
Aviation from 1917 to 1920. Thereafter 
until taking up his work with the 
Lackawanna railroad, he was with the 
Interborough Rapid Transit Company 
in various shops as airbrake inspector. 


C. E. Bitzer has been appointed super- 
intendent of the City Railway, Dayton, 
Ohio. F. Huber formerly held this 
position. 


October 14, 1922 


ELECTRIC RAILWAY JOURNAL 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


BUSINESS. ANNOUNCEMENTS 


_ ROLLING STOCK PURCHASES 


_ Soft Coal Shipments Tease 
_ Although the aggregate shipments 
of soft coal have increased gradually 
during September, the shipments from 
individual producing districts have 
fluctuated irregularly. A government 
table showing by districts the average 
daily shipments for the last three weeks 
in September and the daily shipments 
‘for the first three working days of 
October indicates that in Pennsylvania 
there was a slight decrease each week 
since Sept. 9, and that the week of 


as well as end exit. The end door on 
trail. cars can be operated by col- 
lectors from the street, making it 
possible to load passengers during the 
peak hours through two entrances. 

All entrances and exits are closed 
while cars are in motion to prevent 
step accidents. The seating capacity 
of the cars is sixty-five. The length 
of the cars is 52 ft. 73 in. The cars 
have 36-in. aisles. They are equipped 
with four 50-hp. motors. They:are to 
be operated in single, two and three car 


Average Average Average 
Week Week ee) : 
ess Ended Ended Ended Monday Tuesday Wednesday 
District Sept. 16 Sept.23 Sept. 30 Oct. 2 Oct. 3 Oct. 4 
Total Pennsylvania................ 383,767 369,766 346,466 419,750 332,300 326,250 
Total West Virginia and Maryland. . 270,625 264,433 255,959 350,100 254,000 240,100 
Total, east of Mississippi River...... ,272,926 1,281,548 1,288,410 1,652,200 1,214,950 1,183,150 
Total, west of Mississippi River... .. . 192,024 194,683 197,508 249,150 189,300 193,650 
Grand total bituminous shipped... 1,464,950 1,476,231 1,485,918 1,901,350 1,404,250 1,376,800 
Oct. 5 was begun with shipments at a trains. One of the complete cars was 


_ lower rate than the previous week. In 
Maryland and part of northern West 
Virginia there has been a steady in- 
crease, but in southern West Virginia 
‘there has been a steady decline. In 
Kentucky, there has been little or no 
change up to the present week, for 
which, however, a decline is indicated. 
In Alabama, daily shipments have been 
falling off since the close of the first 
week of September. In Ohio, Indiana 
and Illinois, there have been gradual 
gains up to this week which now ap- 
pear to be checked. West of the Mis- 
sissippi shipments have in the main 
steadily increased. The total of daily 
shipments of soft coal from produc- 
ing districts given in net tons, assum- 
ing fifty tons to the car, based upon 
records of cars loaded, as reported by 
the railroads to the American Railway 
Association is shown in table above. 


Pacific Electric Places New Cars 
in Service to. Hollywood 


The fifty new all-steel cars as built 
by the St. Louis Car Company for the 
Pacific Electric Railway for improving 
its local street car service to and from 
Hollywood have been delivered to the 
company at the rate of five cars per 
_ week, whereby twenty cars have now 
been received and placed in service. 

These cars were ordered on the ruling 
of the California State Railroad Com- 
‘mission when on Jan. 1, 1922, it 
_ granted the Pacific Electric an increase 
im fares to and from Hollywood. These 
\nhew cars are a decided improvement 
‘over the old ones in speed of loading 
vas they have considerable loading space 
within the cars, enabling them to get 
“under way while fares are being col- 


They have center entrance and exit, 


the paraffin’. penetrates 


on exhibit at the Chicago convention. 


Important Discovery in Wood 
Preservation 


A new method by which it is claimed 
wood can be preserved indefinitely 
against attacks of all kinds of organ- 
isms, both land and water, has been 
discovered recently by Dr. Paul Bartsch 
of the Smithsonian Institution. Dr. 
Bartsch’s method consists of impregna- 
tion with paraffin containing soluble 
poisons, those used so far in the experi- 
ments having consisted of iodide of 
arsenic and iodide of copper. Arsenic 
is known to be deadly to animal organ- 
isms, while the efficacy of copper salts 
for the destruction of plant elements is 
well known. Specimens of wood have 
been given this new treatment by the 
Forest Products Laboratory with great 
success. 

It is understood that the investiga- 
tions at the Forest Products Laboratory 
have shown that the new treatment will 
not cost any more, if as much, as pres- 
ent preservative treatments, and that 
wood more 
readily than do the preservatives now 
being used. Furthermore the same 
equipment heretofore used for first- 
class impregnation with creosote and 
other substances can be used for im- 
pregnation by the Bartsch method. 

It is said that wood treated by Dr. 
Bartsch’s method will retain its poison 
compounds because they are effectively 
sealed in and cannot leach out through 
the action of water or any other agency. 
Organisms attacking wood so treated 
will ingest the poison material and 
thereby commit suicide. 

Marine pilings protected in this man- 
ner should withstand for a long time 
attacks from teredos, or marine borers. 
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G-E Railway Men Meet at Erie 


A meeting of G-E apparatus sales- 
men and railway supply specialists 
was held at the company’s Erie (Pa.) 
works on Sept. 28 and 29, just before 
the convention held by the American 
Electric Railway Association and affili- 
ated bodies at the Municipal pier in 
Chicago during the week commenc- 
ing Oct: 2. Approximately seventy- 
five men were in attendance at fore- 
noon meetings to discuss various en- 
gineering and sales problems. A 
trip through the Erie factory, the 
central manufacturing and shipping 
point for all G-E electric railway 
apparatus, and also an inspection of a 
gas-electric. locomotive in operation 
there were features of the two days’ 
programme. 

At a dinner at the Erie Club on 
Thursday evening W. B. Potter was 
the principal speaker, his subject being 
“Railway Electrification in Europe.” 
Mr. Potter recently returned from a 
trip abroad to observe European prac- 
tices and tendencies in electric rail- 
roading there. 


Fuel Conversion and Power Mak- 
ing to Be Treated at Exposition 


The National Exposition of Power 
and Mechanical Engineering will serve 
as the rallying place for all designing 
and operating engineers and manufac- 
turing executives who are faced today 
as probably never before by the prob- 
lems of fuel combustion and power gen- 
eration and utilization. The exposition 
will open at the Grand Central Palace, 
New York City, on Dec. 7 and will 
extend through to Dec. 13. 

The list of those who have reserved 
space proves conclusively that all 
phases of the problems of fuel conver- 
sion and power making and use will 
be given complete treatment. Each of 
the exhibitors is endeavoring to display 
the possibilities of his products for 
greater economies. Such an exposition 
will give a remarkable opportunity for 
interested engineers and executives to 
gain a great deal of information in a 
very short time, as the wares of the 
various exhibitors in similar lines may 
be compared and personal contact 
established with the supplying organ- 
izations that should be greatly helpful 
in the present day struggle for low- 
ered costs. 


Metal, Coal and Material Prices 


Metals—New York Oct. 10, 1922 
oo electrolytic, cents perlb,....... 13.975 
Popper wire pace, cents perlb.......... 15.625 
COMMIS POL WD isla dy acetasn = wes ans 6.50 
ioe sentensier Mata ok ick. x. Wels Fits eo 6 975 
Tin, Straits,centsperlb........+....... Coal iey 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, bey 


ton Roads, gross tons. . af $7.25 
Somerset mine run, Boston, net tons..... 4.30 
Pittsburgh mine run, Pittsburgh, net tons 3.625 
Franklin, [ll., screenings, Chicago, net tons 3.25 
Central, Ill., screenings, Chicago, net tons 2 875 
Kansas screenings, Kansas City, net tons 2.60 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

PROD Ste Patan Gr stern: pawhe avin ese 6.50 

Weatherproof wire base,N.Y.,cents perlb. 16 00 
Cement, Chicago net prices, without bags $2.20 
Linseed oil (5-bbl.lots), N.Y.,cents per gal. 90.50_ 
White lead,(100-Ib, keg), N.Y.,cents get. Ib. 11.625 
Turpentine, (bbl. lots), N.Y., per ga $1.39 
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- Increasing Rolling Stock 
for New Haven 
The New York, New Haven & Hart- 
ford Railroad has recently placed an or- 
der with the Westinghouse Electric & 
Manufacturing Company for five 181- 
ton electric locomotives. The new 


locomotives will practically duplicate 
the ones which are now proving so suc- 
cessful in high-speed passenger service, 
being equipped for operation on either 
alternating or direct current. 


Topeka (Kan.) Railway plans to pur- 
chase ten new one-man Birney cars. 

Indiana, Columbus & Eastern Trac- 
tion Company, Cincinnati, Ohio, under 
the plan to operate three limited trains 
daily between Zanesville and Dayton, 
will make additional limited trains into 
chair cars. 


New York, N. Y.—The cars and 
equipment for use on the proposed 
trackless trolley lines on Staten Island 
are to cost $3,000,000, according to 
Commissioner Whalen’s estimates. The 
plan for trackless trolleys on Staten 
Island was recently submitted by the 
Commissioner of Plant and Structures 
to Mayor Hylan of New York. 

Cincinnati (Ohio) Traction Company 
is converting its non-prepayment type 
cars, which number about 250, into pre- 
payment type cars by inclosing the 
rear platform and installing manually 
folding -doors. The company also is 
eliminating all monitor deck destina- 
tions signs and placing them in the 
front vestibule of each car. All cars 
are being equipped with illuminated 
dash route number signs which cor- 
respond with the routes’ on the trans- 
fers. 


’ Track anal Headway 


Grimsby, Ont.—The Council has 
passed a resolution indorsing the con- 
struction of the proposed hydroradial 
from Port Credit to St. Catharines. 


Wichita Falls (Tex.) Traction Com- 
pany is building. an extension of its 
lines to the new high school building 
recently erected. The extension will 
involve an expenditure of about $75,000. 

Knoxville Power & Light Company, 
Knoxville, Tenn., has been: granted the 
right of way on Walnut Street, which 
is..a definite step toward the construc- 
tion of a track extension on Walnut 
between Clinch and Union Avenues. 


Rome Railway & Light Company, 
Rome, Ga., is improving its trackage 
on Cases Spring Road. Work which 
is being done will leave only a short 
stretch of car line not in the center 
of the road. 


Toronto (Can.) Transportation Com- 
mission is reported ready to start the 
construction of the loop at Don Cliff 
and Glen Echo roads in: North Toronto. 
The Ontario Railway Board has given 
final approval to the plans of the com- 
mission and the Hydro-Electric Power 
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Commission of Ontario for the loop 
houses: and tracks for the radials. 

Philadelphia, Pa.— The Frankford 
Elevated line and the Market Street 
subway-elevated have been joined. The 
laying of the tracks is now completed 
with the exception of a short gap in the 
third rail. The contract calls for open- 
ing the elevated on Nov. 5. The Phila- 
delphia Rapid Transit Company will 
take possession of the structure on 
Oct. 25. 


Pex Hohses; Shops 
and Buildings 


United Electric Railways, Providence, 
R. L, is preparing plans for a large ex- 
tension to its carhouse at Olneyville. 


Underground Railway, London, Eng- 
land, is planning to enlarge its station 
at Piccadilly Circus to relieve conges- 
tion. Negotiations are proceeding 
looking toward this extension. 


Interstate “Public Service Company, 
Indianapolis, Ind., suffered a loss of 
$10,000 recently when a large trans- 
former at the plant at Columbus blew 
out. A short circuit is said to have 
caused the explosion. 

New York, N. Y.—The Transit Com- 
mission will receive bids on Oct. 20 for 
construction of foundation and a sup- 
ply and erection of steel superstructure 
of new shop and administration build- 
ing at the Interborough Rapid Transit 
Company’s yards north of 147th Street, 
New York, N. Y. The total cost of the 
addition, which is the result of a pur- 
chase of 350 new cars, will be more 
than $1,000,000. 

Boston (Mass.) Elevated Railway is 
rapidly completing the new inspection 
shop at Hyde Park Avenue, Forest 
Hills, Boston. The contractors are 
MacDonald & Imhoff Company of 
Boston. The new building is of brick, 
steel and reinforced concrete construc- 
tion, absolutely fireproof, being one- 
story high 500x50 ft. The trustees of 
the railroad company are taking bids 
on the installation of a dry and wet 
pipe automatic sprinkler system of ap- 
proximately 650 heads for the building. 
The shop will be fitted out with the 
latest type of machinery and tools. 


Electric Express Company, Dallas, 
Tex., will soon erect a large express 
depot and warehouse on the _ block 
bounded by Market, Young, Jefferson 
and Wood Streets, site of the recently 
burned Farmers’ Alliance warehouse, 
according to Burr Martin, general man- 
ager of the Texas Electric Railway. The 
Electric Express Company already owns 
the site and has a small express depot 
there now. The present quarters are too 
small for the company’s — business. 
Work is expected to start at once, it is 
announced, and the depot will be ready 
for occupancy soon after the Dallas- 
Terrell Interurban line is put into 
service, which is expected to be right 
after Dec. 1. It is expected that the 
new depot will cost approximately 
$500,000. 


- cago representatives. 


oped by the ‘company’s Kuhlman plant 
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Trade Notes 


Gold Car Heating & Lighting Com- — 
pany, Brooklyn, N. Y., announces the 
death of Allen Sheldon, one of its Chi- 


Bridgeport (Conn.) Brass Company 
announces the opening of a Detroit of- — 
fice in the General Motors Building, 
with Frank H. Longyear as district 
manager. 1 : 
' The J. G. Brill Company, Philadelphia, — 
Pa., has issued a letter, the purpose of 
which is to place before interurban 
railway officials the high-speed light- |! 
weight interurban car recently devel- | 


for the Western Ohio Railway. Inside 
the letter the illustration and details 
of construction and equipment . are 
given. 

The Hardwood Manufacturers’ Insti- 
tute, Chicago, Ill., has started the 
issuing of a monthly news bulletin. © 
The first number, dated Sept. 30, urges — 
all members of the institute to read 
the bulletin carefully and to offer sug- 
gestions for the future members. All 
activities of the Hardwood Manufac- — 
turers’ Institute will be given in these “| 
bulletins. 


American Brake Shoe & Foundry 
Company, New York, N. Y., through — 
its directors approved a plan for form-' | 
ing a subsidiary company, to be known | 
as the Ramapo Ajax Corporation, to 
take over property of the Ramapo Iron 
Works plants at Hillburn, N. Y.; 7} 
Niagara Falls, N. Y., and Niagara ~ 
Falls, Ont., and the Ajax Forge Com- 
pany, with plants at Chicago and 
Superior, Wis. The plans call for 
the sale of $2,500,000 first mortgage 
twenty-year 6% per cent bonds, which - 
already have been underwritten. 


New Advertising iterates 


Century Wood Preserving Company, 
Pittsburgh, Pa., has issued a twenty- 
three page bulletin (No. 24) entitled 
“Treated Ties and Timbers for Indus- 
trial Plants.” The booklet is . well 
illustrated and gives some valuable in- 
formation on wood preservation, proc- 
esses used in timber treatment, etc. 


The Hardwood Manufacturers’ Insti- 
tute, Chicago, IIl., has issued a booklet 
entitled “Waste Elimination in the 
Production and Consumption of Hard- 
wood Lumber” which describes and 
illustrates different simple methods of 
avoiding waste in hardwoods. It is be 
lieved that by the use of grade rule 
2,000,000 ft. a day can be saved. 


General Electric Company, Schenee. 
tady, N. Y., has issued Bulletin 46108 
describing the Type M-4 demand mete! 
which is manufactured by it and de- 
signed for use in combination with < 
watthour meter to indicate maximun 
demand. It is of the so-called “bloc 
interval” type indicating the maximur 
demand integrated and averaged ov 
a definite time interval. 


